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COLD-PUNCHED VS. HOT-PRESSED NUTS. 


Results of a Series of Tests of Cold-Punched and 
Hot-Pressed Nuts at the Mechanical Laboratory, 
Stevens Institute of Technology, Hoboken, N. J. 


BY PROF. R. H. THURSTON, DIRECTOR. 








Stevens INSTITUTE OF OLOGY, 
Hopoxken, N, J., Aug. 21, 1877. 

The following are the results of a determination in the 
Mechanical Laboratory at the Stevens Institute of Technology, 
of the resistance to stripping and to bursting of several sets of 
hot-pressed and of cold-punched nuts. They were of four sizes, 
viz.: % in., % in., % in. and %in. The hot-pressed nuts 
were made by Mr. J. H. Sternbergh, of Reading, Pa., and the 
cold-punched by Messrs. Hoopes & Townsend, of Philadelphia. 

The conditions of the trial were: 

First, that all the nuts to be tested be suitably marked and 
a record kept of the number and marks of each sort. 

Second, that those for tapping be examined, to see that the 
sizes of holes are exactly alike and are the same sizes as 
agreed upon, viz.: Franklin Institute standard. 

Third, that all nuts of a given size, which are to be tested by 
stripping the threads, be tapped with the taps furnished by 
Messrs. William Sellers & Co. 

Fourth. Directions for the tests of the stripping of the threads 
of the nuts: Take 120 rods as follows: 30 ofeach %in., &% in., 
%4 in. and % in., fill diameter, all to be 13 in. long; cut threads 
on each end one inch; first, however, turning down the full- 
ness of the bar to exact diameter a distance of two inches on 
each end. These rods to be made of the best chrome steel, and 
nuts to fit closely as possible. The makers of the taps to 
furnish the rods, provided we have not the facilities for do- 
ing so. 

: Fifth, that the tapped nuts to be used on rods in preceding 
clause are to be trued up accurately on the side on which the 
punch entered the nut. 

¥% in. nuts turned down to 5-16 in. thick. 

g “ fag’ 

ME oes > phi line 

Sixth, that a coid and hot-punched nut be placed on opposite 
ends of thesame rod, with their finished sides facing each 
other, and submitted to a pulling strain in the testing machine 
with such clamps holding each nut as will secure a uniform 
strain on the face of each nut equidistant from the centre of 
the bolt; that the nut so arranged be drawn asunder, until the 
rods break or the thread in one or both of the nuts gives way. 
If the rod breaks before the nuts strip, then, in subsequent 
tests, the nuts are to be turned downon the side mentioned 
until they are thin enough to strip their threads without 
breaking the rod. Should one nut only strip the thread, then 
the remaining nut to be subjected toa strain by clamping the 
shank of the rod and pulling on the remaining nut until it 
strips or breaks the rod. 

Seventh, that a record be kept of the stripping, breaking or 
bursting strain in all cases. 

Eighth. No rod or nut to be used a second time, except as 
stated in paragraph 6. 

Ninth. In all cases the nuts are to be pulled in the direction 
in which they are punched, or vice versa, only both alike. 


Tenth. A second test is to burst the blank nuts asunder by 
forcing them on a round conical mandrel, until they burst 
quite open ; a record to be kept of the strain required to force 
the nut on the mandrel and the distance it travels from the 
point where the nut is first tight until it is found to be burst 
open. 

Eleventh. The mandrels to be used for the tests in paragraph 
10 are to be made of cast steel, made large enough to enter 
hole of nut. The conical pert to increase in diameter about 
#5 in. in six inches. The taper part to be polished smooth and 
oiled and wiped elean before each test. 

Twelfth. The diameter of holes, thickness and outside short 
diameters of the nuts to be drifted, to be exactly the same. 

‘Lhirteenth. The three qualities of nuts made by each con- 
testant to be tested in this manner by bursting both blank and 
tapped, say 12 of each, or a total of 72 blank and 72 tapped, 
making 144 in all. 


MecuantcaL Lasoratory, Dept. oF ENGINEERING, 





Of each size, six sets of nuts were tested, viz. : 

Hot-pressed nuts made expressly for the trial by J. H. Stern- 
bergh from iron furnished by him. Hot-pressed nuts made 
expressly for the trial by J. H. Sternbergh from iron furnished 
by Hoopes & Townsend. Cold-punched nuts made expressly 
for the trial by Hoopes & Townsend from iron furnished by 
them. Cold-punched nuts made expressly for the trial by 
Hoopes & Townsend from iron furnished by J. H. Sternbergh. 
Hot-pressed nuts chosen at random from stock of J. H. Stern- 
bergh. Cold-punched nuts chosen at random from stock of 
Hoopes & Townsend. 

These nuts were received here in the form of blanks and in 
the condition in which they were left after punching. They 
were all hexagonal, and of the following dimensions : 


Distance between parallel sides. 3 in. 5 in. % in. % in. 
0.885 1.069 1.254 1.45 

Diameter of hole..........-...++ 0.3986 0.505 0.6105 0.726 

Diameter of hole after tapping. .0.4056 0.5143 0.623 0.733 


TRIAL BY STRIPPING STRESS. 

The nuts for this test were taken at random from the lots 
received, and were carefully tapped with a set of taps of 
Franklin Institute standard, made to order for the Mechani- 


The same set of taps was used for both the hot-pressed and 
the cold-punched nuts. 
After tapping, the nuts were faced down to thicknesses 
which a preliminary series of experiments had shown to be, in 
each case, the thickness which would allow all the nuts to re- 
tain a resistance to stripping slightly less than the tensile 
resistance of the screwed rod on which they were placed when 
applying the load. 
The following were the thicknesses: 

For ty in. bolt— % in. thick. 

“ : “ “« — §-16 “ “ 

a ie “« 33-32 “ a 
The nuts were faced on the bottom side only, i. e., upon the 
side at which the punch entered, upon mandrels received from 
the manufactureis. Except in facing and tapping, no change 
was made in the dimensions of any part of the nut. After 
facing, the nuts were carefully paired off upon screwed rods 
and tested in the manner described in Art. 6. 
All of the nuts were tested with their faced sides in contact 
with the sleeve of the testing machine. 

TRIAL BY BURSTING STRESS. 
The tapped nuts used in this test were tapped with those 
used in the trial by stripping. 
The blank nuts were chosen at random from the lots re- 
ceived. The nuts were faced to the following thicknesses, 
which were, in each case, the greatest obtainable from the 
thinnest nuts received. 
Thickness of nuts tested for bursting stress : 

44 in.—0.44 in. thick. | % in.—0.72 in. thick. 
5, in.—0.6 in. aif %in.—0.72in. “ 

It was expected to use a thickness for the 7% in. nuts propor- 
tional to the thickness of the other sizes, but in consequence of 
one of the hot-pressed % in. lots being unusally thin, the thick- 
ness of all was made 0.72. 

As in the case of the stripping trial, the nuts were faced on 
the bottom side only, and, except in this respect and by tap- 
ping, were not changed in dimensions.” The tests were made 
in a Riehle tension machine, in accordance with Art. 10 of the 
conditions of test. 

The tests were conducted as follows: The mandrel was well 
coated with a lubricating compound of plumbago and grease, 
and the nut, with the faced-side down, slipped on until it came 
to a bearing. 

After rupture, the mandrel, with the nut undisturbed upon 
it, was removed from the machine, and the distance that it 
traveled was recorded. 

DISCUSSIONS OF RESULTS OF TRIAL. 

From an examination of the tables it is seen : 

(2). Out of 180 nuts tested by stripping stress, only one hot- 
pressed nut broke under a greater load than the cold-punched 
tested on the same rod. 

(2). The average of the strippiog or breaking resistance, 
and of the bursting resistance of any of the sets of cold- 
punched nuts is greater than that of any of the classes of hot- 
pressed nuts of the same size. 

(3). In 9 out of the 12 lots tested by stripping, the minimum 
resistance of the cold-punched auts exceeds the average resist- 
ance of the hot-pressed of the same size and class. 

(4). In 21 out of the 24 lots tested by bursting stress, the 
minimum resistance of the cold-punched nuts exceeds the aver- 
age resistance of the hot-pressed nuts of the same size and class; 
but in one instance it is less than the average and minimum of 
every other set and size. 

(5). In five cases of stripping, the minimum resistance of the 
cold-punched exceeded and in two equaled the maximum re- 
sistance of the hot-pressed of the same size and class. 

(6). In 11 cases of bursting the minimum resistance of the 
cold-punched is greater than the maximum of the hot-pressed 
of the same size and class, but in one case the maximum resist- 
ance of the hot-pressed nut exceeded that of the col} 
punched. 

(7). The amount by which the average resistances to 
stripping and to bursting of the cold-punched exceeded those of 
the hot-pressed varied irregularly with the size, but may be 
regarded as practically independent of the size for the range 
tested. 

(8). For the same materia] the amount of the excess of the 
average resistance to stripping of the cold-punched over that 
of the hot-pressed varies from 14.6 to 25.1, and averages 19.7 
per cent. of the latter. 

(9). The amount of this excess for the bursting test varies 
from 6 to 75.7 and averages 51.9 per cent. of the resistance of 
the hot-pressed for the blanks, and from 10 to 41.6 with an 
average of 24.3 per cent. for the tapped. 

(10). With different irons the amount of the excess for strip- 
ping varies from 3.9 to 34.4 and averages 19.7 per cent. of the 
resistance of the hot-pressed nuts. 

(11). With different irons the amount ofthe excess for 
bursting varies from 3 to 65 and averages 48.4 per cent. for 
the blank, and from 2 to 33 with an average of 22.5 per cent. 
of the resistance of the hot-pressed for the tapped. 

(12). For the same iron, the blank cold-ponched nuts have 
from 22.3to 35.1 per cent. of the ductility of the blank hot- 
pressed, and the tapped cold-punched from 52.7 to 79.6 per 
cent. of that of the tapped hot-pressed. With the different 
irons the ductility is from 22 to 35 per cent. greater in the 
blank hot-pressed and from 54.3 to 74.5 per cent. in the case 
of the tapped. 

The same marked difference in the ductility was noticeable 
in the manner in which the nuts ruptured, the hot-pressed 
in both the stripping and bursting tests yielding very gradual- 
ly, rupturing noiselessly, and someti allowing the mandrel 
to be pulled quite through them without rupture ensuing. 
They were seldom more than cracked by the stripping stress, 
while the cold-punched nuts gave way in the bursting test 
with an audible sound and in the stripping test they usually 
broke in two or more pieces with a loud report. 








cal Laboratory by Messrs. William Seliers & Co. 


of strength shown by the cold-punched is greater than that 

exhibited by the hot ; in four cases the hot-pressed exceeded, 

and the two styles are about equal in the remaining three 

classes. 

In eleven classes tested by bursting the cold-punched excels 

in uniformity, in four the hot-pressed are ahead, and in nine 
there is no difference between the two styles. 

The greatest difference of strength occurs more frequently 
with the hot than with the cold, but the greatest individual 
case of differences occurred with cold-punched nuts. 

The difference in uniformity is therefore slightly in favor of 
the cold-punched nuts, but the difference between the two 
kinds in this regard is not a prominent one. 

The results of the trial, taken as a whole, are conclusive in 
proving : 

First, that the cold-punched nuts possessed a much greater 
average strength, combined with greater rigidity and slightly 
greater uniformity than were exhibited by the hot-pressed 
nuts, and that the superiority was most strongly manifested in 
the trials by stripping stress. 

Second, that the cold-punched nuts exhibited a strength 
never attained by the hot-pressed nuts, but that such variations 
in the strength of both styles occurred as to have caused the 
hot-pressed nuts to equal, and occasionally to excel, in strength 
the weaker specimens of cold-punched nuts. 

Referring to the differences in the character ef the iron of 
which the nuts were made and their respective values as ma- 
terials for either hot or cold treatment, I can say but little, as 
the evidence of the results of the tests are not of a completely 
decisive character. 

The following table gives the results of calculations made 
upon resistances of these nuts to stripping or breaking in order 
to ascertain their resistance to stripping in pounds per square 
inch of the sheared section of their threads : 








Stripping or Breaking Resistance per square inch of Shearing Area, 











4¢ in. 8 in “in. | %in, 
S/F e)Fle Fleis 
= ° = ~ | po 
MATERIAL. - | e155 of : 
clgigiaié 
=] =) 
2/2) ¢ : ¢ 
EIPIEIPI RIEL RI! 
a Tbs. | Ibs._| Ibs. | Ibs. | Ibs, | Ibe. | Ibe, | Iba 
§ Maximum. . 43,908 39,387 46,159 36,937 41,238 36,776 40,939' 40,411 
Stock Nuts Minimum . . 34,24 29,322 36,988 25,544 37,319 29,345 31,053 30,149 
( Average... (39,351 34,304/41,489 32,600 39,101 32,732 38,259 82,884 
Hoopes & 5 Maximum. . 44,541 35,711 45,699 36,605 43,460 35,115 39,507 33,308 
Townsend 3 Minimum , ./26,459 23,977 38.700 30,006 38,011 29,450 33,402 27,525 
iron. ...... | Average. .. .|37,739/31,299 41,063'33,691|40.956 33,561 '36,847 31,304 
J. H. Stern-( Maximum. . 48,307 39,236) 45,699 39,722)43,906 35,278 40,948 33,355 
bergh iron. 4 Minimum . ./34,001 29,714 39,722 30,663 34,603 32,282 35,495 30,606 
V Average. .. | |42,096 36,356|43,139 34,467 30,528 34,491 |37,788 31,368 


Nuts broke and stripped without regularity at all loads, and 
the average figures given may be assumed to be figures for the 
basis of calculation of strength on the assumption that the nut 
will rupture by shearing. 

The results of the bursting tests are purely comparative, 
since the pectfar method of application of the bursting stress 
renders calculations based upon the results valueless. It is to 
the manner in which the taper mandrel distributed the strese 
and to differences in ductility that the several peculiarities 
noticeable in the results of the bursting test are attributable. 
Thus the greater strength of the tapped nuts compared with 
the blank is due to the fact that with the blank nuts only the 
upper edge of the hole in the nut was at first in contact with 
the mandrel, while the tapped nuts, by the crushing down of 
their threads, brought into bearing a larger surface, and thus, 
while the absolute resistance of a blank nut may be in excess 
of that of a tapped nut, by the amount of the extra metal it 
contains, it may not render available as much of its resisting 
section as a tapped nut. 

It 1s proposed to supplement this statement of the results of 
tests of strength of nuts with a report on the cost, as deter- 
mined by experiment, of finishing the two styles of nuts. This 
will it is hoped, enable any one to arrive at a satisfactory de- 
termination of the true relative value to the consumer of hot- 
pressed and cold-punched nuts. 

Nore.—The full report, with the cuts showing the manner of 
testing, and the elaborate tables of details, being too long for 
publication in a periodical, will be published entire, with the 
report of the finishing test, in pamphlet form. Copies may be 
had upon application to Messrs. Hoopes & Townsend, Phila- 
delphia, Pa. 


New Freight Shed for Pier 39, North River. 


We illustrate this week a new freight shed being erected 
upon new Pier 39, North River, for the “National Line of 
Steamers.” It will be two stories high. This being a new de- 
parture, as far as New York is concerned, it is sufficiently in- 
teresting to give the illustrations anda brief description. It 
has perhaps occurred to many, why was this never andertaken 
before, especially when the large rental for a pier ($30,000 to 
$40,000) is considered. Mr. F.J. W. Hurst, manager of this 
line of steamers, deserves the credit of being the first who ven- 
tured upon the new field; and there seems no reason why it 
should not become a popular plan. The capacity of the build- 
ing is largely increased, and the two floors afford a very ready 
method of loading and unloading two steamers at one time 
vithout confusion. This is practically doing double work with 
one pier, or saving the rental of one, were two needed. The 
pier upon which the building is to be erected is 582 feet long 
by 75 feet wide. The shed will occupy 544 feet in length of the 
pier, leaving an uncovered end of 38 feet. 

Fig. 1 shows the general elevation of pier and shed with the 
pile foundations; Fig. 2 the plan, showing location of offices, 
trusses, elevators, skylights, boilers, etc. Fig. 3 gives a cross 
section at the centre of the shed, showing the iron posts, floor 
girders, roof truss and general bearing. Fig. 4 shows cross 
section of floor girders and inside view of the outside posts; 











(13). In five sets of nuts tested by stripping, the uniformity 


Fig. 5, the side view of centre post. 4 Figs. 5fand 6 show the 
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FREIGHT SHED FOR NATIONAL LINE OF STEAMERS ON PIER 39, 


plan of the wrought-iron bed-plates at the feet of the outside 
and centre-posts respectively. 

The iron girders and posts are designed to carry 500 lbs. per 
square foct of the upper floor, in addition to the weight of the 
structure and the usual load upon the roof due to the snow ani 
wind, 

This extra weight of the second floor necessitated additional 
foundations beneath the iron posts. This is provided for by 
piles driven in cluster at each point to be covered by the bed- 
plates of the posts. 

Some idea ot the : agnitude of the load may be ob. ained from | 
the statement thu! cach floor girder (two in width of pier) | 
carries a load of 160 tons. The centre post sustains a load of | 
160 tons. The outer posts each carry 92 tons, which includes 
the weight of the roof, 

The posts and girders are well tied and brr¢ d with iron 
knees (see Fig, 8) against the wind pressure a ‘1 shocks of 
steamers. 

Each alter ate pair of frames is braced wit 
rods, as shown by dotted lines in Fig. 2. 

At the strect front, offices and waiting 
side of the main entrance, which latteri wide enough to ac- 
commodate a Ceuble line of carts. At che water end suitable 
rocms are pro ided for the boilers, tools, lamps, ete , on the 
lover floor, and for bags on the second floor. 

ihe upper fre ght floor commences 104 fect from the front 
anc continues tc the rear of the shed, 440 feet total length. 

All the sustai: ing frames beneath the freighf*floor are of 
iron, as shown in Fig. 3, but the frames at tho office and rear 
ends are of yello vy pine timber. 





.on struts and 


oms occupy each 


| completed pier will cost about $11,000. 


|The Question of “Exporting Grain from Southern Ports. 





The whole ext. rior of the shed will be covered with white 
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Designed by Charles Macdonald, 0. £. 


piae boards, upon which will be placed an iron covering for 
the sides and ends, while the roof will be of ‘felt and gravel. 

Large doors are provided on both floors at points correspond- 
iag to the position of the gangways of the steamers. 

Hoisting apparatus will be located at suitable points for 
vaising or lowering freight from one floor to another. 

The cost of the shed, exclusive of foundations and ma- 
chinery, will be about $55,000. The foundations, owing to the 
extreme difficulty of driving the piles through the deck of the 


The total cost, including foundations, machinery, plumbing, 
gas fitting, etc., will be about $80,000. 

The plans were prepared by Mr. Charles Macdonald, Civil 
Engineer, of No, 52 Wall street. The work is now under con- 
struction. 

The iron trusses, etc., have been let to Kellogg & Maurice, of 
Athens, Pa. The foundations and carpenter work will be done 
by Mr. W. F. Morgan, of New York. 








Gontributions. 


To THE EpiTor oF THE RAILROAD GAZETTE : 
Your article of the 12th inst., commenting upon the above 


subject in answer to a letter from the Superintendent of the 
Port Royal Railroad, seems to evade some of the real facts. 
and rejects others. Your valuable paper being, as I am led to 





suppose, entirely impartial upon the general railroad inter- | 
ests of the United States, I respectfully solicit the insertion of | 
the following remarks in your next number, in defense of South- | 
ern railroad enterprise: 
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NEW YORK. 


Less than 15 years ago Baltimore was nota grain exporting, 
neither sugar or coffee importing port. New York was the 
great emporium of commercial monopoly of the United States. 
To-day Baltimore exports more grain, flour and provisions, and 
imports twice as much coffee and sugar as New York. 

At the time New York was built the United States area of 
cultivation and settlement was limited; the Northwest, West 
and Southwest were wild praries. Now they are thickly popu- 
lated and highly productive. The high rates of transportation 
exacted by Northern railroads prevented the success of agricul- 
ture for many years, when corn was burnt for fuel. 

The Northwest, West and Southwest, by their increased pop- 
ulation and production, have been longing for nearer and 
cheaper outlets for their products, and Baltimore has, of late 
years, taken the lead over New York, in offering inducements 
for shipment of grain, flour and provisions, and im- 
ports of other products for the West through its 
150 miles inland port, which has caused the diversion of a large 
portion of the trade previously carried via New York towards 
Baltimore. But the progress of commercial intercourse and 
the benefits of cheap transportation and quick transit are not 
to stop there. Baltimore is yet too much north, being not 
centrally located, cannot afford the natural geographical ad- 
vantages offered by the Southeast Atlantic deep-water harbor 
of Port Royal, as all territories lying west of Cincinnati are 
naturally tributary to Port Royal harbor by shortness of dis- 
tances to and from all parts of the interior of the United States, 
and there could be no better illustration to present in answer 
to your remarks that Southern railroads cannot transport as 
cheap as Northern railroads on account of their small busi- 
ness. The proof against such statement lies in the very fact 
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that several cargoes of grain, flour and provisions have lately al harbor than via any of the Northern ports, and of these 
been and are daily shipped from the West to Europe, via facts several far-seeing merchants of New York are aware, as we 
Charleston and Port Royal. It 1s not to be supposed that the | cannot fight against the law of Nature. Port Royal harbor is 
shippers carry their business to benefit the railroad. If such | bound, by virtue of her geographical position and of the above 
shipments are made it must be by practical inducements, and | statements to become the future Liverpool of the United 
Peter Parrna, of Port Royal, 8. C. 


at chéaper rates of transportation and manipulation than via | States. 


the Eastern ports. 


more economically, and as they have 
shorter distances from the interior 
to the South Atlantic ports than to 
the Eastern ports, they can reduce 
their rates of transportation accord- 
ing to distances. 

As to the question that freights 
from the South Atlantic ports to 
Europe will always be higher than 
from the East—which will not be 
the case as soon as a trade is estab- 
lished and the direct export and im- 
port is carried via the Southern 
ports, instead as heretofore to be 
tributary to the Northern ports, and 
as another illustration that it can- 
not be the case for the grain export 
now going on, as, if it was a higher 
rate than via New York or other 
Northern ports, no shipments could 
be made. 

The managers of Southern and 
Western railroads and merchants of 
the interior are wide awake to their 
interests, and they will not leave 
any stone unturned to deviate their 
trade towards their natural, econom- 
ical, deep-water harbor of Port Roy- 
al; and Col. E. W. Cole, the Presi- 
dent of the Nashville & St. Louis 
Railroad, and worthy manager of 
the Southern and Western railroad 
consolidation, will always be pre- 

ared to offer all the most liberal 
inducements for promoting the 
South, Southwest, Western and 
Northwest direct trade, via the near- 
est Southern ports. From Cincin- 
nati, the great Southern Railroad is 
building towards Chattanooga and 
will branch towards Knoxville in 
consolidation with the Chicago & 
South Atlantic Railroad, now build- 
ing, which wili shorten largely the 
distance between Cincinnati and 
Port Royal; Chicago will be less 
than 800 miles from Port Royal. 

A railroad is also building between 
Kansas City towards Port Royal via 
Memphis, Tenn., which will shorten 
yet the distance to the heart of the 
West by several hundred miles. St. 
Louis is now 255 miles nearer Port 
Royal than New York. 

There can be no comparison be- 
tween Port Royal harbor and the 
gulf ports of Pensacola, New Or- 
leans and Galveston, commercially. 

The trade between the interior of 
the United States, South and Cen- 
tral America, Mexico, the West In- 
dies and even the Pacific, via Pana- 
ma or the future Nicaragua Ship 
Canal, belong, by law of Nature, to 
the nearest deep-water port of ac- 
cess, Port Royal. 

The great cities of Cincinnati, In- 
dianapolis, Chicago, Omaha, St. 
Louis, Kansas City, Louisville, Nash- 
ville, Memphis, Atlanta, Augusta 
and hundreds of others at the North- 
west, West and Southwest, have de- 
termined to enfranchise themselves 
from their long being tributary to 
the old far-off emporiums of the 
East. Boston has lost a guod deal of 
her trade, so has New York and Phil- 
adelphia. Baltimore has increased 
hers, so will Port Royal grow from 
the depreciations of these now far 
out of the way old cities. What Port 
Royal harbor requires is shipping, 
warehousing and banking accommo- 
dations. All these are growing up 
slowly, and the time is not far when 
large warehouses, grain elevators, 
cotton presses, steamers and bank- 
ing facilities will be in working ope- 
ration to meet the demands of the 
trade by the next crop. Then the 
facts will be acknowledged that large 
exportations of grain, flour, provis- 
ions, manufactured goods, machin- 
ery, etc., as well as direct importa- 
tion of immigrants and the products 
of Europe, South and Central Amer- 
ica, the West Indies, Mexico and 
the Pacific can be canied upon a 
large scale and at cheaper cost 
and quicker dispatch via Port Roy- 





It is true Southern railroads don’t carry so 
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[We fear that our correspondent has listened too trusting- 
much business as Northern railroads, but they are managed | ly to those who have city lots to sell at Port Royal, without 
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taking the trouble to examine into the facts themselves, 
Not otherwise can we account for so many misstatements, 
su*h as that Baltimore exports more grain, flour and pro- 
visions than New York, and imports twice as much sugar 
and coffee. So faras grain is concerned, Baltimore last 
year expcrted 24,761,000 bushels to New York’s 55,500,000, 
and Baltimore never exported so much before. New York’s 


grain receipts were 97,200,000, 
against 37,600,000 at Baltimore. 
In provisions the proportion ex- 
ported by Baltimore is very much 
smaller. Further, the statement 
that Port Royal is nearer to the 
grain markets of the Northwest 
than any more Northern port is 
not true. The distance by the 
cail routes, as they are and will be 
when the Cincinnati Southern ig 
completed, from Port Royal and 
Baltimore to leading Northwest- 
ern markets are as follows : 


From From 

Port Royal. Baltimore, 

To Cincinnati... 759 miles, 589 miles, 
To Louisville... 759 “ 699" 
To St. Louis.... 932 “ 929 = 
To Indianapolis. 869 704 ** 
To Chicago..... 1,064 * 802“ 
To Milwankee..1,129 “ 887“ 


10 Toledo...... 961 “ 594" 
To Detroit...... 1,026 “ 659" 
To Clevelard....1,003 483 —CO* 


In considering these figures, we 
must bear in mind that the grain 
does not come from the Ohio Riy- 
er cities to any considerable ex- 
tent; and the only large grain 
market among the more southerly 
cities enumerated is St. Louis, 
By tar the larger part of the grain 
comes by some lake port, and 
most through Chicago and Mil- 
waukee. 

We must also question the state- 
ment that ‘several cargoes of 
grain, flour and provisions have 
lately been and are daily shipped 
from the West to Europe via 
Charleston and Port Royal.” 

We do not mean to say that 
there is no future for Port Royal. 
But if its advantages ever com- 
mand it a large business, it will 
first be seen in the near-by export 
product—that is cotton. As for 
grain it is not nearer the produc- 
ing districts than the North At- 
lantic ports, but further from most 
of them, and it is separated still 
further from them in cost of 
transportation, because it has no 
water connection. The Great 
Lakes connect the East and the 
West, not the North and the 
South; and it is well to remember 
this in any study of the future 
course of the grain traffic.—Ep1- 
TOR RarRoaD GAzeTTeE. } 


Counter-Rods of Truss Bridges. 


To THE Eprror RAILROAD GAZETTE : 
I have read with surprise the re- 
marks of Mr. C, E. Emery upon the 
effects of straining the counter-rods 
in bridge adjustment, and can see no 
aptness in the example of the steam - 
chest cover. In this example, the 
strains given to the bolts are iden- 
tical in character with those pre- 
duced by the steam pressure, which 
is not the case in the counter sye- 
tem, as we shall endeavor to illur- 
trate. Had Mr. Emery directed that 
some of the bolts in bis steam-chest 
be screwed down nearly to their 
breaking resistance, and others left 
free from strain, his example would 
be a better illustration, and would 
partly realize the conditions existing 
in bridge trusses, as usually adjust- 
ed (!!) by ignorant manipulators, 
He says, too truly, that “some 
bridge-builders put their bridges 
under tension with the counters at 
the outset.” As to the remainder of 
his paragraph I must take exception, 
both in regard to desirability of so 
doing and as to what is really the 
“popular idea.” I should clain 
that the ‘‘ popular idea,” as far as I 
have been able to learn it, is the one 
advanced by himself, which can be 
construed to mean no harm is done by 
overstraining the counter-rods. Now 
no one would deny that the coun- 
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ters, when properly placed, have a very important duty to 
perform ; but when these counters are used for any other pur- 
pose than the transference of partial loads, their use is to be 
looked upon with suspicion. Bridges badly built may need a 
very taut counter system to prevent “‘movements in the 
joints,” but I think any first-class builder would hesitate to 
claim such a necessity for his work. Some builders have put 
in counters for the full length of the spans and made those 
near the ends the heaviest, for the purpose of ‘‘ reducing the 
deflection” and hence making those who think a low deflec- 
tion an indication of greater strength believe their 
bridges stronger than those of other builders. I call this bridge 
jockeying. If the counter-rods are strained only so much that 
they will be free from strain when the bridge is fully loaded, 
no strains greater than those due to the load will be induced. 
The results, however, may be injurious in certain cases, as we 
shall show further on. If an additional strain is given to the 
counters to that above assumed, the result in al/ cases will be 
that some other members of the truss must sustain more than 
their proper proportion of strain. Let A BCD represent a 
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square panel, the length of whose sides is 10 feet; then in 
round numbers the diagonals equal 14feet. Suppose, as in the 
usual case, al] the members of unchangeable lengths, except 
B ©, the counter-rod. On screwing up the counter, for every 
ton of strain added to it an equal tensile strain 1s produced in 
the rod A D, and in each of the four sides of the square a com- 
pressive strain equal to }{ of the tension on B C, These strains 
will all be of a similar character (tension or compression) to 
those induced by a load, except that upon the lower chord C D, 
which is a compressive instead of a tensile strain. 

This will explain what has been frequently observed in cer- 
tain bridges, that the lower chords were swinging free from 
strain, or, sometimes, buckled. 

To carry out this principle of investigation for all forms of 
trusses would be certainly a very tedious if not impossible 
work, and certainly beyond the scope of this communication. 
As the points to be illustrated can be comprehended by a sim- 
ple example, we will take one of the commoner forms (espe- 
cially as it avoids the style of any particular builder). 
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Assume as before that length of panels = depth of truss = 
10 feet, and diagonals = 14 feet. Panel load (live) = 10 tons. 

The numbers on each line give the strains on the several 
members, + for compression, — for tension, when the bridge 
is loaded with the live load of 20 tons only. 

While the bridge is thus loaded, screw up the counters Cb 
and Be to a bearing, but without strain. Remove the load 
and let us see what condition of strains we have in the un- 
loaded iruss. The elongation of the lower chord and com- 


pression of the upper chord ( B () being practically equal and | 


in the same direction (geometrically), their restoration of 
length on removal of the load will produce no strain upon the 
counters. The posts, however, relax a compression of ten 
tons each, and this reacting upon the counters and chords 
leaves the truss when unloaded with the following iaternal 
strains : 
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From which we see that for the two cases of no load and a 
full load, the lower chord passes from a compression of 5 tons 
to a tension of 10 tons, or from the experiments of Woehler, is 
subjected to strains very nearly equivalent to 15 tons tension, 
or 50 per cent. greater than it was designed for. 

In this case we have assumed the counters to be without 
strain when the truss was fully loaded. Suppose instead we 
serew them up until they have a strain when the truss is 
loaded of 7 tons. We will then have, when fully loaded, the 
posts and top chord subj2ct to a compression of 15 tons and 
the lower chord only exerting 5 tons tension. In fact, we can 
so strain the counters, if strong enough, as to do all the duty 
of the lower chord, and we will have a truss with the following 
strain sheet when fully loaded: 
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What would happen when the counters break and the load 
is suddenly thrown upon the lower chord we leave to the 
imagination of your readers. 

It may be claimed that I have pushed my illustration beyond 
the possibility of practice, but allow me to state thata case is 
on record, well authenticated, where the lower chord did no 





part of the duty, even when trains crossed the span. It was | 
justly considered so dangerous a circumstance that a bridge ex- 
pert was sent for to explain the trouble. 

There are certain forme of truss in which the strains can be 
entirely changed by means of the counters, in a manner differ- 
ent from the method I have used for illustration. I have not 
used one of these, as it would necessitate going into the styles 
used by special builders, and I have no desire to attack or ad- 
vocate any special system in this argument. 

Do not understand me as claiming that counters should never 
have a strain, for such is not my intention. Counters are | 
** necessary evils,” and in each special case a compromise | 
must be made between their uses and their faults, in such a | 
manner as to obtain the best result from the truss as a whole. | 
It would be impossible in a general article like the one you | 
have been publishing, to give detailed instructions for bridge 
adjustment, especially as the proper adjustmen’ of any bridge | 
must depend so largely upon the ability of the operator to 
judge of the strains as they should be, and as they are under 
certain conditions of the counters—a ‘*‘ knack ” which can only | 


be acquired by a cultivation of the sense of feeling in judging | 
of the strains existing in each member of a truss under the | 
various loadings and conditions of adjustment. You have 
taken the correct position by cautioning your readers against 
the too common fault of overstraining the counter-rods. 
}HEODORE Co PER. 





Instructions for Running Locomotives in a Tunnel. 


To THE EpIToR OF THE RAILROAD GAZETTE : 

Will you inform the readers of the Gazelle your deductions | 
from the following order recently issued to engineers : 

“Tn ruoning through the tunnel, put the furnace door on 
the latch to admit enough air to consume the gas, and just 
before shutting off steam pull the furnace door wide open and 
put on the blower a little until outside of tunnel.” 

Ocr. 18, 1877. 

[We would infer that the order meant that at the time 
of entering the tunnel, and while the engine was working 
with steam on, the furnace door should be placed ajar, 
and held in that position by placing the latch in a notch 
provided for that purpose, and that when steam was ‘‘shut 
off” in the tunnel the furnace door should be opened wide 
and the blower put on ‘‘a little” at the same time ‘‘ until 
outside of the tunnel.” The part of the order which is 
not clear is what kind of gas is to be burned, and what 
will become of it or what it will be after it has gone 
through that process. It certainly will not be annihilated. 
—EprrTor RariroaD GAZETTE. ] 





Railroad Conductors’ Life Insurance Association. 


The tenth annual convention of this association assembled in 
the Markham House, Atlanta, Gu., Oct. 25, 95 delegates from 
many different roads being present. President Waters called 
the meeting to order and the proceedings were opened with 
prayer. Mayor Angier, of Atlanta, then welcomed the dele- 
gates to the city in an appropriate speech. 

The annual address was then delivered by Mr. John W. Sey- 
mour. It was long and interesting, relating to the general 
condition of the railroad interests of the country and referring 
at length to the great strikes of last Summer and their causes. 

President Waters then made an address urging united sup- 
port of the association, and recommending some slight 
changesin the by-laws. Conductor Stallings, for the local 
committee, then welcomed the delegates in a brief address. 

Committees on Finance and By-laws were appointed, and a 
number of invitations received. 

At the afternoon session a committee to revise the order of 
business was appointed. The Committee on Finance reported 
that the Treasurer’s accounts had been found correct after a 
careful examination. Several amendments to the constitution 
were offered, but all were voted down. 

The second day’s proceedings were opened by an address 
from Conductor Sears, one of the veterans of the Association. 
After considering several invitations, resolutions were intro- 
duced and unanimously passed declaring the opposition of the 
association to strikes, and pledging the members to use all 
their influence to prevent them, and to oppose them by all 
means in their power. 

After some debate Montreal was then selected as the place 
for holding the next annual meeting. 

At the afternoon session officers were chosen for the ensuing 
year. Conductor Sinclair was chosen to deliver the annual 
address next year. After passing the usual resoiutions of 
thanks the convention adjourned. 

A complimentary ball to the delegates was given in the 
evening by citizens of Atlanta. On the following day they 
were driven around the city in carriages, the entertainment 
closing with a barbecue at the Fair Grounds, which was much 
enjoyed. Many pleasant speeches were made by the delegates 
and their entertainers. Most of the delegates accepted an in- 
vitation to join in an excursion to Charleston and left Atlanta 
for that city in the evening. 








Eiection of the American Society of Civil Engineers. 


The Nominating Committee of this Society have submitted 
the following ‘‘ ballot list ” for officers for the ensuing year: For 
President, E. 8. Chesbrough ; tor Vice-Presidents, Albert Fink, 
W. Milnor Roberts ; for Secretary, John Bogart ; for Treasurer, 
J. James R. Croes ; for Librarian, John Bogart; for Directors, 
George 8. Greene, C. Shaler Smith, Joseph P. Davis, William 
H. Paine, Matthias N. Forney. 

At a meeting of the Society Oct. 27, the following resolution 
was adopted. 

** Whereas, it is believed to be for the best interests of the 
Society that the office of Secretary should be filled by one 
who is willing and competent to undertake the duties thereof, 
asa permanent occupation; and whereas, it has not been 
practicable, owing to the shortness of the time at the dis- 
posal of the Nominating Committee, to secure such a thorough 
canvass of themembers as would be likely to determine the 
most suitable candidate; therefore, resolved that it is the 
sense of this meeting, the candidate declared elected Secre- 
tary, Nov. 7 next, should immediately notify the members of 
his intention to resign so soon as the Board of Direction may 
be enabled tu present the name ofa suitable person for elec- 
tion, in the manner prescribed by the Constitution.” 

A committee, consisting of Charles Macdonald, Edmund 
Yardley and Chas. B. Brush, was appointed to draw up a 
statement of the action of the meeting and issue a circular to 
inform members thereof. The following is a copy of the por- 
tion of the circular appended to the above resolution : 








** Under this resolution, Mr. Theodore Cooper, of New York, 
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was selected as a candidate for the office of Secretary, he hav- 
ing permitted the use of his name to serve the temporary pur- 
pose above referred to. 

** Tt is believed that in the selection of a permanent Secre- 
tary, the equitable method would be to inform all members as 
io the duties connected with the office, and to entertain -appli- 
cations from such as would be willing to serve if elected. 

“At the same meeting. Mr. Matthias N. Forney declined to 
serve as Director, and Mr. C. Vanderwort Smith, Engineer 
Manhattan Gas Company, New York, was nominated in his 
stead. 

**For the reasons above stated, you are invited to consider 


| the changes indicated upon the incl sed original ballot list. 


‘*Members who have already sent in their ballots, and wish 
to change, will please call attention, in a note to the Secretary 
accompanying their vote, that this ballot is to be substituted 
for the former one.” 

Another ticket, of which the following isa copy, has also 
been issued: 

For President, Albert Fink; for Vice-Presidents, Theodore G. 
Ellis, Octave Chanute; for Secretary, Samuel H. Shreve; for 
Treasurer, Alexander L. Hulley; for Librarian, Samuel H. 
Shreve; for Directors, Joseph P. Davis, Quincy A. Gillmore, 
William H. Paine, C. Vanderwort Smith, Robert H. Thurston. 

The election will be held at the close of the annual meeting, 


| which will be held Nov. 7. 





ANNUAL REPORTS. 
East Tennessee, Virginia & Georgia. 


This company owns and works a line from Bristol, Tenn., 
southwest to Chattanooga, 242 miles, with a branch from 
Cleveland, Tenn., 30 miles east of Chattanooga, south to Dal- 
ton, Ga., 28 miles, making 270 miles in al'. The company also 
owns the Cincinnati, Cumberland Gap & Charleston road, from 
Morristown, Tenn., to Wolf Creek, but the earnings, we 
believe, are not included. The following figures are from the 
President’s report for the year ending Juue 30, 1877. 

During the year $135,300 East Tennessee & Georgia 6 per 
cent. bonds matured and were redeemed; $27,000 first-mortgage 
7 per cent. bonds were bought for the sinking fund and $37,000 
of the same bonds were sold, making a reduction of $125,300 in 
the bonded debt. The company has in the treasury and sink- 
ing fund $481,000 first-mortgage bonds, of which $277,000 can 
be sold; it also owns $229,000 Western North Carolina 7 per 
cent. bonds, on which interest is paid. There is a floating 
debt of about $128,000, which it is intended to clear off by the 
sale of the company’s own bonds or the Western North Caro- 
lina bonds, but as the floating debt is small and can be easil 
carried, it is thought best to wait until securities ean be sol 
at a better price than they now command. 

The earnings for the year were as follows: 























1876-77. 1875-76. Inc. or Dec. P.o. 
WOMB, oscusccsee $622,519 32 $635,974 08 Dec..$13,454 76 2.1 
Passengers........ 300,025 65 334,625 19 Dec.. 34,599 54 10.3 
Mail and express.. 82,827 49 Dec.. 14,544 53 17.6 
Miscellaneous..... 5,5’8 06 Dec.. 2,306 33 41.9 
Interest........++. WOOP OF  iiecacicstiis coe ec0e 
_ eee $1,010,079 66 $1,074,984 82 Dec..$64,905 16 6.0 
Expensesand taxes 668,923 32 715,394 98 Dec.. 46,471 66 6.5 
Net earnings...... $341,156 34 $359,589 84 Dec..$18,433 50 65.1 
Gross earn. per 
MHEED sce w00cse0 3,741 04 3,981 43 Dec.. 249 39 «6.0 
Net earn. per mile. 1,263 54 1,331 81 Dec 68 27 5.1 
Per cent. of exps.. 66.22 66.55 Dec.. 0.33 «40.4 


Included in expenses are $113,655.03 for renewal of ties an 
rails and new bailast ; $8,099.50 for building high span of Lou- 
don bridge with iron, in place of wooden span blown down ; 
$32,761.69 for renewal of equipment, and $15,486.37 for taxes. 

The net result of the year was as follows : 


NE sania oe 5'006.080ss0soscctcannind cottaeawesesenese - $341,156 34 
Inter st and exchange..... poget KEa le ewrane ett seceesess 283,709 95 
De Ns a nniecncadnnvinnks<ceesedsscdaeeeedeaon $57,416 39 


This was nearly enough to pay 3 per cent. on the stock, but 
it was deemed best to make no dividend, for reasons stated 
elsewhere. 

The loss in pomcenane receipts is attributed chiefly to general 
depression in business and consequent light travel; that in 
mail earnings to diversion of ee to other lmes. The loss in 
freight earnings results from the low rates on through freights 
resulting from competition; the tonnage carried shosed an 
increase of nearly 9 per cent. 

President Wilson’s report says: “‘Ihe very sharp competi- 
tion existing among competitive railroad routes for the 
through business of the company has rendered it necessary in 
order to maintain a fair share of that business to give in- 
creased facilities to the public in the way of faster schedules 
and more comfort in smoothness of track, etc., and being im- 
pressed with this fact, your board of directors deemed it good 
policy to rapidly raise the road-bed and track to the standard 
of a irst-class railroad. To do this required much more rapid 
renewals than we bave heretofore made, although the annual 
outlays for new rails, ballast, etc., since about 1870, have been 
sufficient to more than replace the wear and tear of the same 
period, but notwithstanding this fact, the neglect to replace 
the wear and tear of the rails in the years previous to that 
date, imposes upon a period of say eight to ten years the re- 
newal of the rails for the whole life of the road. To meet this 
and thus place ourselves in a position to get our fair share of 
the business, we have, in addition to the 3,000 tons of iron 
charged to operating expenses, purchased and laid in the track 
2,455 tons of steel and 729 tons of iron rails, at a cost (after de- 
ducting old rails given in part payment of the same) of $158,- 
776.29. 

“This amount, together with a contribution of $5,000 made 
toward the building of an1ron bridge across the track at the 
foot of Gay street in the city of Knoxville, has been charged to 
_— and loss, and after crediting that account with the 

valance of net income leaves a debit balance for the year’s 
operations of $85,428.68 in the shape of an increase in our 
floating indebtedness. 

* The entire floating debt, however, in excess of cash and cash 
assets on hand is not large, and the proceeds of the Western 
North Carolina bonds sold at 85 cents would suffice to pay all 
of it of every class whatsoever, and in the meantime the 
interest received on these bonds will more than equal the cost 
of carrying our little floating debt. 

“The track is now mostly in first-class condition, and 
schedules are being run with safety and comfort to the travel- 
ing public with equal speed to that run by any competitive 
route, and this will at least retain to our road its fair share of, 
the business which could not have been done without the out- 
lay upon it previously alluded to. 

“The estimates for the fiscal year upon which we have en- 
tered for iron and steel necessary to maintain the track in its 
present condition will not exceed a money cost of about $70,000. 

** Rates on through business were raised about the first of 
the present fiscal year to something like living prices, which, 
together with a somewhat enlarged volume of traffic, have in- 
creased the receipts for the first quarter of the present fiscal 
year ending Sept. 30, about $33,000 as compared with the same 
time last year. If a proportionable increase continues through 
the other three-quarters of the present fiscal year, the com- 
pany will be able to pay its interest and earna dividend of 6 
per cent. on its capital stock. 

* The business outlook at present is better than it has been 
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for two or three years, and we can only hope that the worst of 
the business depression is past. Should this prove correct, 
dividends may be resumed next April and thereafter continued. 

** Work is progressing on the Western North Carolina Rail- 
road, but not as rapidly as our interest leads your board to de- 
sire ; still we hope by and by that that valuable connection 
will be opened to your road and to the business of the States of 
North and South Carolina with East Tennessee. If it was fin- 
ished, and the Knoxville & Ohio Railroad completed to a point 
on the Cincinnati Southern, there would be a large traffic 
between the Northwest and Southeast passed over your road 
from Knoxville to Wolf Creek, which would largely increase 
its earnings from that source, to say nothing of the increase 
resulting from coal and other articles of local or East Ten- 
nessee production. 

“Your board of directors have entered into a contract of 
leese with the Memphis & Charleston Railroad Company for a 
lease for twenty years of the road of that company, under 
which the East Tennessee, Virginia & Georgia Railroad Com- 
pany agrees to operate the Memphis & Charleston Railroad, for 
account and risk of the latter, and account to it for all net pro- 
ceeds. It will not be a source of any direct profit to your com- 
pany, but it is believed it is alike beneficial to the interests of 

oth parties to it to have the unified management and inter- 
change of business, provided for in the lease, carried into effect 
and continued under it. , 

“The lease can be terminated at the option of either party 
to it on six months’ notice; provided, however, that in case you 
elect to exercise the option which you have of, from time to 
time, making advances to that company of funds (you are not 
bound to advance anything), such advances so made, if any, 
must first be refunded, with interest, before the Memphis & 
Charleston Railroad Company’s notice for a cancellation be- 
comes operative.” 


Central, of Georgia. 

The following is condensed from advanced copies of Presi- 
dent Wadley’s report for the year ending Aug. 31, 1877. The 
_ worked remains the same as in the previous year, as 
follows: 








Central Railroad: Miles. 
Savannah Division, Savannah, Ga., to Macon..........192.0 
Augusta Branch (leased) Millen to Augusta............ 53.0 
Eatonton Branch, Gordon to Eatonton.......... ....... 39.0 
Atlanta Division, Macon to Atlania..........0..eeeeees 102.5 

os 5 

Southwestern Railroad: 
eee, Ga. Oo See, BOD. icvccuced satubeassbcacs es 143.0 
Muscogee Branch, Fort Valley to Columbus........... 71.0 
Fort Gaines Branch, Cuthbert to Fort Gaines.. ....... 20.0 
Albany Branch, Smithville to Albany................. 23.5 
Blakely Extension, Albany to Arlington.......... .. . 35.5 
Perry Branch, Fort Valley to Perry................... 12.6 5 

305. 

Upson County R. R., Barnesville to Thomaston.......... 16.5 

‘ 
Waeed wertneBas cc000006es cer - 06 500g bansaneemtacnmeesess 708.5 


The Savannah Division proper, with the Augusta & Eaton- 
ton branches, are classed together as the Savannah Division, 
284 miles in all. The road owned is 333.5 miles. The compa- 
ny owns also a half interest in the Western Railroad of Ala- 
bama, the other half being owned by the Goonte Railroad 
Company; controlling interests in the Vicksburg Brunswick 
road, from Eufaula to Clayton, 18 miles, and the Mobile & Gir- 
ardroad, from Columbus, Ga., to Troy, Ala., 85 miles, and a 
large interest in the Ocean Steamship Company of Savannah. 

e earnings of the various lines for the year were as fol- 
lows: 
1876-77. 1875-76. Ine. or Dec. P.c. 
Central Railroad, 

Savannah Div. $1,219,475 95 $1,384,891 13 Dec..$165,415 18 11.9 

Central Railroad, 


Atlanta Div.... 497,833 55 560,112 82 Dec.. 62,229 27 11.1 
Southwestern 

Railroad ...... 683,935 45 648,056 07 Inc.. 35,879 38 5.5 
Upson County 

Railroad ...... 7,797 26 8,482 08 Dec.. 684 82 8.1 








Total earnings. $2,409,092 21 $2,601,542 89 Dec..$192,4560 68 7.4 
Expenses: 
Central R. R., Sa- 
vannah, Div... $821,255 06 $792,708 06 Imc.. $28,547 01 3.6 
Central R. R., At- 














lanta Div...... 294,424 91 337,501 86 Dec.. 43,076 95 128 
Southwestern R. 

Rees wees, oer 458,257 24 478,684 79 Dec.. 20,427 55 4.3 
Upson County R. 

EE ee 8,229 65 9,106 17 Dec.. 876 52 (9.6 
Total expenses $1,582,166 86 $1,618,000 87 Dec.. $35,834 01 2.2 
Net earnings : 

Central R. R., 
Savanah Div.. $398,220 89 $592,183 08 Dec..$193,962 19 32.8 
Central R R., At- 
lanta Div ..... 203,458 64 222,610 96 Dec.. 19,152 32 8.6 
Southwestern R. 
Dicviavessnnoce 225,678 21 169,371 28 Inc.. 56,306 93 33.2 
Upson County R. 
Mv cwstsee esves *432 39 *624 09 Dec.. 191 70 30.7 
Total net earn- 
ae ee $826,925 35 $983,541 23 Dec..$156,615 88 + 15.9 
Central Railroad 
ES icscttios 30,761 35 55,554 87 Dec.. 24,793 52 44.6 
Bank expenses.. 16,198 25 17,130 23 Dec.. 93198 65.4 
Bank net earn- 
a ee $14,563 10 $38,424 64 Dec.. $23,861 54 62.1 


Net revenue... $841,488 45 $1,021,965 87 Dec..$180,477 42 177 


* Deficit. 
The average results for the two years were as follows : 
1876-77 ——-—1875-76 —______ 
Gross earn. Net earn. Per ct. Gross earn. Netearn. Per ct. 


per mile. per mile. ofexps. per mile. per mile. of exps. 
Central R. R., 
Savannah 





| $4,204 $1,402 67.32 $4,876 $2,085 57.24 
Central R. R., 

Atlanta Div. 4,857 1,985 59.14 5,465 2,172 60.26 
Southwestern 

Sewecicess Sane 739 67.00 2,121 554 73.86 
Upson Co’nty 

* =e 473 eee 105.55 514 eee 107.36 








Entire line. $3,400 $1,167 65.67 $3,672 $1,388 62.19 


The falling-off in earnings on the Savannah Division is due 
chiefly to the yellow fever epidemic in Savannah; that on the 
Atlanta Division to the unusually large amount of grain and 
meat raised in Georgia, reducing the shipments from the 
Northwest. The increase in expenses on the Savannah Divi- 
sion resulted from the fire in the Savannah cotton yard last 
November from the unusually heavy renewals of rails, chiefly 
in steel, and from the necessity of making considerable repairs 
to the shops. The decrease in expenses on the other divisions 
was due to the closest economy in management. 

The report says: ‘ A report of tho tocen Steamship Com- 
pow is published herewith as an appendix, and it is gratifying 

notice a considerably better result than for the previous 
year, notwithstanding a loss by chartering ships during the 
epidemic, and increased repairs upon two of the ships contoned 
necessary in consequence of having encountered severe gales. 
A reduction in the price of coal has enabled the ships to run at 
much less cost—but this may not continue. It will be noticed 





that two new ships are being built, and by the terms of the 
contract are to be delivered one on the 15th, and the other on 
the 25th instant, but for full particulars in regard to them as 
well as other matters connected with the operations of that 
company, you are respectfully referred to the report. 

“The Western Railroad of Alabama has been managed, as for 
the previous year, by Gen. E. P. Alexander, and while his report 
has not been published, the result is known, and, in common 
with most other roads, shows a decrease in earnings. As com- 
pared with the previous year, the decrease has been $23,860.83 
while its expenses have been reduced $9,814.41, leaving the ne 
$14,046.42 less than for the twelve months ending 31st of 
August, 1876. The board are somewhat disappointed in the 
result of operations on that road, as it was ho’ that it would 
have been able to nearly, if not quite, meet its obligations for 
interest. * * 

“It was stated in our last report that the partition of the 
two branches of the Western road bad not been made as con- 
templated by the contract between this company and the Geor- 
gia Railroad Company, and the board regret to be obliged to 
say that this matter is yet in abeyance, in consequence of in- 
action on the part of the Georgia Railroad Company.” 

A settlement has been made with the Mobile & Girard Com- 
pany, the Central qocepiing 4 per cent. bonds, secured by a new 
mortgage on the Mobile & Girard road, in exchange for the 
matured obligations of that company which it held. It is believed 
that the road will be able to pay the reduced interest from 
earnings, and to keep up its condition. 

After referring to Mr. Virgil Powers’ continued service as 
General Commissioner of the Southern Railway & Steamship 
Association, the report says : ‘“‘ While the board are not insen- 
sible to the imperfections of the Association, it is believed to 
have substantial advantages, and should be continved not only 
in the interest of railways, but of the public. It is certainly 
not to the interest of any State or community to destroy an in- 
terest, upon which its prosperity so largely depends as do the 
industries of the country upon railroad transportation, and it 
is certain that these facilities cannot be permanently enjoyed 
unless the roads yield a revenue equal to their maintenance 
and a reasonable profit upon the capital necessary for their con- 
struction. This it is believed evcry dispassionate person 
will be willi to concede, and beyond such an 
income, it should be the duty of railway managers to 
offer just and equitable reductions for the transportation of 
freight and travel. This end can only be reached by concert 
of action and the most perfect good faith between competin, 
roads, and the Association of which Mr. Powers is Genera 
Commissioner appears to offer the best means to accomplish 
the desired result. The problem of so managing railways as 
to be eogeage | just to their owners, and at the same time 
equally so to the public, has thus far baffled the best minds of 
the ae poe and it can hardly be hoped that we shall reach the 
desired end at first trial, but to make any approach we must 
lay aside all prejudice and pussion, which it is feared has here- 
tofore been present in the discussion of this subject. * * * 

“Tn closing the last annual report reference was made to the 
fact that considerable alarm prevailed in the city in conse- 
quence of a few cases of yellow fever having occurred. Unfor- 
tunately, this alarm was well founded, and the disease soon 
developed to one of the most severe epidemics that has ever 
visited the city. The writer was here in 1854, and again last 
year, and therefore can speak from personal observation of the 
two epidemics ; both were severe, but it is believed that the 
last was the most terrible. Lhere were days when more than 
25 per cent. of the entire number of employes of the road, in 
this city, were down sick ; but, notwithstadding this depletion 
of our force, the operations of the road were never, for one 
hour, interfered with. The company lost by death a number 
of valuable officers and men, but there was no desertion from 
the post of duty, and the board take occasion to say that their 
conduct, under the trying circumstances, is worthy of the 
highest praise. The pecuniary loss to the company can only 
be estimated ; it has been certainly very great, probably, di- 
rectly and indirectly, not short of $300,000.” 


Indianapolis, Cincinnati & Lafayette. 


This company owns a line from Cincinnati, O., through In- 
dianapolis, to Lafayette, Ind., 179 miles, with a branch 5.5 miles 
long from Greensburg, ind., to some large stone quarries. Of 
the main line 20.5 miles, from Cincinnati to the Indiana line, be- 
long nominally to a separate corporation, the Cincinnati & Indi- 
ana, but are really owned by this company. The company owns 
a majority of the stock of the Harrmon Branch, which is the 
Ohio section of the Whitewater Valley road, and it owns in 
common with the Little Miami the Street Connection Railway, 
a track connecting the two lines in Cincinnati. The road is in 
the hands of a receiver, and his report covers the year ending 
June 30, 1877. 

The equipment consists of 57 engines; 4 parlor and chair, 36 
passenger, 6 — and 12 bagguge and express cars; 423 grain, 
242 common box, 51 stock, 283 flat, 66 coal and 19 caboose cars; 
1 pay, 3 camp and 2 tool cars. One engine has been condemned 
and 100 box and 50 flat cars need to be rebuilt or renewed. 

The Receiver can give no balance sheet, but reports the lia- 












cents; service trains, 13.04 cents; switching, 16.07 cents, the 
average of all being 15.68 cents per mile. 
The earnings for the year were as follows: 











1876-77. 1875-76. Inc. or Dec.  P. 0, 
Passengers $514,766 23 $603,937 28 Dec.. $89,171 05 14.4 
Freight ......... ,739 81 898,729 11 Dec.. 213,989 30 23.8 
Express and mail. 65,493 95 75,602 66 Dec.. 10,108 71 13.4 
Rents, etc........ 46,209 61 58,791 95 Dec.. 12,582 34 214 
Dotad. .occeck $1,311,209 60 $1,637,061 00 Dec. . $325,851 40 19.9 
Expenses 775,426 51 919,363 57 Dec.. 143,937 06 15.7 
, eee 44,973 46 44,599 49 Inoc.. 373 97 «(0.8 
Doth. caccces $820,399 97 $963,963 06 Dec..$143.563 09 14.9 
Net earnings .... $490,809 63 $673,097 94 Dec.. $182,288 31 27.1 
Gross earnings 
per mile....... 7,106 83 8,994 84 Dec.. 1,888 01 21.0 
Net earnings per 
GOS occcccccce 2,660 21 3,698 34 Dec 1,038 13 28.1 
Per cent. of ex- 
ees 59.14 56.16 Inc.. 2.98 5.3 
Per ct. of exps. “ 
and taxes...... 62.57 58.88 Inc.. 3.69 63 


The Receiver’s profit and loss account for eleven months 
from Aug. 1, 1876, to June u0, 1877, was as follows: 


DME. 5c ..2 ccc dsc cee 00 c2ddnsscccduccseseesesdvoened $1,212,929 66 
Operating Cxpenses..........cceeeeeceesccees $709,803 31 
NE hve 0d bebN0s bn050s60d6bb00d0R00 been anes 44,714 67 
NON s awe 06 6000 00660 cecal bnctccecevcessnse 2,995 41 
Dame tebewess. occsccccccccheovccsccsccccccces 260,508 50 


900 00 
————_ 1,018,921 89 


BaleM0s, 002 cccccccscccscccccccccsscccscccvecscccsccce $194,007 77 
Receiver Ingalls’ report says: “‘We have had no construc- 
tion account during the year, and all payments, including Re- 
ceiver’s salary and court expenses, have been charged to 
expenses. * 4 » ® 

‘We have renewed 24.2 miles of track with steel, making in 
all 68.7 miles of steel track in the mainline. We bave also 
renewed 2.2 miles with rerolled iron. We have renewed 65,676 
cross-ties, and have fully kept up the ballast. Several of our 
bridges showed signs of giving way,and we have spent 
$35,972.17 in renewing. Our track from Cincinnati to Lafayette 
is in good condition, better probably than ever before. * * 

“Our arrangement for division of business and maintenance 
of rates between Cincinnati & Chicago still continues. In Ma 
an arrangement was made with the Cincinnati, Hamilton 
Dayton Railroad, by which both companies save in expense 
and the public gets better accommodations. It is substantially 
the same arrangement that this company has been in favor of 
and urging for the last two years. So far it bas worked to the 
satisfaction of both companies and the public. 

“The loss of crops the year before in the country immedi- 
ately tributary to our road has been severely felt this year, and 
has reduced our local earnirgs. ‘ie economy thatis being 
practiced by every one has also had ics effect in lessening 
traffic. The great trouble, however, is in the low rates made 
by the trunk lines. The through business with the Baltimore 
& Ohio, our Eastern connecticn, has been done at such low 
rates as to be unprofitable, and has consequently greatly di- 
minished during the last two years. This business seems to 
be on a wrong basis. ‘‘he Baltamore & Ohio Kuilroad expect 
us to pro-rate with them on all through freight. Their im- 
mense tonnage, centering on the main lne from all connec- 
tions, double track, steel rail and perfect road-bed may enavle 
them to make a profit upon the business; but, unless their 
profits are very large, the business must be done over our 
single track of iron rails at a loss. 

“When you consider that the through business for a great 
portion of the year has been done on a rate of 19 cents a 
[enateed Indianapolis to Baltimore, and out of this the Balti- 
more & Ohio Railroad deduct an arbitrary of 3 cents a hundred 
for Parkersburg Bridge, leaving but 16 cents to be pro-rated 
over 704 miles, we can congratulate ourselves that we have 
done but little. A 38-cent rate would give 3 cents for the 
bridge, and a cent a tox a mile to the railroad. 

“JT hope for an improvement in earnings. We have fine 
crops, and our local business will certainly improve. As to 
our competitive traffic, it will depend upon what the four trunk 
lines do.” 


Boston & Albany. 
The following figures for the year ending Sevt. 30, 1877, are 


published in advance of the filing of the report. The work re- 
ported for the year is as follows : 





1876-77. 1875-76. Inc. orDec. P.¢, 

Traip mileage, passenger. . . 1,398,903 1,420,547 Dec.. 21,644 1.6 
os « freight.... ..3,566,163 4,477,673 Inc.. 88,490 25 
bad sel gervice...... 80,662 89,660 Dec.. 4,998 58 
WORE cacinit-o cha x00eede% 5,045,728 4.983,880 Inc.. 61,848 12 
Passengers carried......... 5,293,351 5,583,352 Dec..290,001 5.2 
Tots freight carried........ 2,601,657 2,541,274 Inc.. 60,383 2.4 


Av. rate per pass. per mile.. 2.31 cts. 2.37 cta. Dec..0.06 ct. 2.5 


Ay. rate per ton per mile, 



















oes WRONG: oc'cccccvscvssrs00 0.85 “ 0.96 “ Dec..0.11 “ 11.6 
bilities of the company as follows: - | Av. rate per ton per mile, 
A Sita valentine ath eng is . $5,587,150 00 BOSH owe éecirccsccoceccen 1.94 “ 2.21 “ Dec..0.27 * 12, 
Cincinnati & Indiana stock, not owned ‘ 18,000 Av. rate per ton per mile, 
EE IEE RELL eat aa aoM 1,419,300 00 all freight.......cccccse. LES:  <gnodsece. soenceesouen Tr 
- reaper The volume of freight shows a considerable increase. in spite 
rN | apy sm anee per mile). ‘$asentee to $7,024,450 00 | of the increased ouaipetiiion of the Tunnel line. The sobueed 
Unpai ‘a eoupens ¢ Aug. 1, 1877. 1006576 32 number of passengers is probably due to general decrease in 
she + faces travel more than to any competition for through business. 
Total ($53,981 per mile)..... .........eeseeceeeeeeee 9,959,876 32} The earnings for the year were as follows: 
Bills and accounts payable...........2,-+065 seecseeeee 569,525 95 1876-77. 1875-76. Inc.or Dec. P.c, 
P r Department. ...$2,682,124 $2,626,692 Inc.. $55,432 2. 
Total (906,168 per Mile). .ccccccccccvcccccccccescces $17,553,852 27 | Freight Department....... 3,773,319 3,886,132 Dec.. 112,813 2.9 
: ‘ s ‘ Miscellameous............. 306,705 561,934 Dec.. 255,229 45.4 
The item of unpaid coupons includes interest on coupons aii 
from maturity. In addition to the amount given above the Total.. . $6,762,148 $7,074,758 Dec..$312,610 4.4 
company owns $340,000 bonds of various issues, all of which | Expenses........ . 4,595,046 4,682,994 Dec. 87,948 1.9 
are pledged as collateral for loans. The preferred stock has : _——_—— —_ 
been issued in exchange for funded debt bonds. ‘ Net earnings. agate wx ag oo | ae oy 
j : 3ross earn. per mile... ° 21,31: y oe . 
The work done during the year was as follows ee e mate 67830 7588 Dec. 708 (984 
! ; 1876-77. 1875-76. Inc. or Dec. P.c. | Per cent. of expenses...... 67.95 66.19 Inc.. 1.76 2.7 
Train mileage, faar... mye as The mail earnings this year are included under passenger 
“ s service.... 32,904 department, while in last year’s statement they were given 





- - switching. 166,376 


aines 





WOO cscs. - obec 1,169,199 1,365,855 Dec.. 196,365 14.4 
Passengers carried........ 564,684 609,524 Dec.. 44,540 74 
Passenger mileage... .... 19,244,431 22,113,531 Dec.. 2,869,100 13.0 
Tons freight carried...... 426,808 558,393 Dec.. 131,585 23.6 


Tonnage mileage......... 38,803,669 52,465,909 Dec..13,662,240 26.0 
Av. pass. train load, No... BORE kasccdse vsodcercvsoere aol 
Av. freight train load, tons GE. .adevioes 
Earnings per train mile, 


DORDINGEE. 206.00 cbasnceee $1 30 $144 Dec.. $014 9.7 
Earnings per train miie, 

NRE: 20455. 0008200600 1 66 170 Dec.. 004 24 
Expenses per train mile, 


OB MENS 6 00 cccecscccece 070 067 Inc.. 003 4.5 
Earn. per pass. per mile.. 2.59 cts. 2.70 cts. Dec.. O.l.lct. 41 
Earn per ton per mile.... 1.71 “ 1.73 “ Dec.. 0.02 1.2 


The average rate per ton per mile on east-bound freight was 
1.57 cents and on west-bound 1.94 cents; 60.7 per cent. of the 
tonnage mileage was of east-bound, and 39.3 per cent. of west 
bound freight. As compared with 1873-74, the best year the 
company ever had, the tonnage shows a decrease of 31 per 
cent., and the revenue of 40 per cent. Engine service cost per 


‘mile for passenger trains, 15.47 cents; freight trains, 15.87 








with miscellaneous earnings; which accounts for the great re- 
duction under that head and also for the slight increase in 
passenger earnings. The decrease in expenses has been made 
on an increased train mileage. 

The equipment now consists of 243 engines, 244 peceen er 
train cars and 5,037 freight cars, rated as eight-wheeled. This 
is an increase of four engines and 221 freight cars. During 
a ta nine miles of new sidings and 20 iron bridges were 

uilt. 

Casualties during the year were: Killed, 2 passengers, 10 
employes and 18 others, 3) in all; injured, 5 passengers, 19 
employes and 20 others, 44in all. All the casualties were due 
to individual carelessness, except in the case of one employe 
killed and seven hurt by the fall of the freight-house roof at 
Springfield. 





—Mr. John Lucas, for the last two years President of the 
Camden & Atlantic Railroad Company, has resigned his posi- 
tion. The board of directors at their last meeting, having ex- 
pressed their regret at his action, resolved to present to him 
an appropriate testimonial as an evidence of their high appre- 
ciation of his services as President during two of the most 
important and trying years of the company’s existence, 
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ENGINEERS AND MASTER MECHANICS. 


Some years ago, when building locomotives was a very 
profitable business, a gentleman who had acquired his 
training almost entirely in the commercial school abandoned 
his early occupation and embarked in the one referred to, 
which then promised to be more lucrative than his old 
business. True to the instincts and traditions of his early 
calling, the first thing that he did was to open an elab- 
orate system of accounts, so as to keep a correct record of 
the cost of everything and the receipts and disbursements 
of the business. Soon after being launched in his new 
career, another gentleman, who had had a num- 
ber of years’ experience in building locomotives, called 
on his new professional brother, who took some pains to 
show his visitor how skillfully he had organized his sys- 
tem of accounts, and dilated at considerable length on the 
fact that his prospects of doing a profitable business were 
very good, because, as he said, he would know exactly 
what everything would cost. ‘‘ Well,” his visitor replied, 
‘‘if you can make money in the locomotive business by 
skillful book-keeping in your office, you will be doing 
what no one has ever succeeded in doing before. If you 
make money,” he continued, ‘‘you must make it in the 
shop, not in the office.” 

Now, we have related this incident because it illustrates 
an error in the management of many kinds of business, 
and is quite common in some of the departments of rail- 
roads, and seems to be growing more so; we mean the 
employment of commercial methods, where only sound 
engineering and mechanical knowledge will suffice. Thus 
it is not an uncommon thing to make a purchasing agent 
of a railroad, who has no practical experience whatsoever, 
the sole, or at least the final, judge ot the material which 
shall be used by the engineers and master mechanics. In 
other words, in such cases the managers of the railroad are 
trying to make money in an engineering business, by 
skillful dickering over prices and discounts, without much 
reference to the much more important and fundamental 
question of inherent quality and results accomplished by 
the commodities bought. Now it is not intended to under- 
estimate the value ot skillin buying. Every one in his 
own experience who disregards that art will soon find 
that he is paying very,much more for what he buys than do 
those who exercise it. This isa hundred or a thousand- 
fold more true of a railroad than of an individual, and 





some officer, with a sagacity for barter, 
always stand between the parties who sell and 
the department which consumes the commodities 
bought, in order to see that the railroad com- 
pany is fairly dealt with. What is believed to be 
a mistake is for the person who buys, and has no special 
knowledge of engineering or mechanical questions, to be 
made the judge of matters of which he is ignorant, when 
there are officers who do or should know, and if they do 
not are incompetent for their positions. 

It is difficult, too, to present one side of a question 
without appearing to ignore the other side. Now, 
when our commercial friend went into the locomo- 
tive business and organized a complete system of ac- 
counts, he did a very excellent thing, ard one which is 
very imperfect and very much neglected in nearly all 
locomotive departments on railroads, and readers of the 


age | Pailroad Gazette know that in these pages we have pointed 


ont time after time the importance of knowing, by keep- 
ing careful records and accounts, ‘‘ where the money goes 
to.” Now master mechanics and engineers, as a class, are 
wofully deficient in this respect. The reason for it, too, 
is sufficiently obvious, if we reflect a moment on the kind 
of training they receive before being appointed to respon- 
sible places. The majority of those who at present have 
charge of the machinery of the railroads in this country 
are men who commenced their career in the shops 
as mechanics or as locomotive runners. In 
both of these positions, excepting perhaps a few mem- 
oranda of the simplest kind, no accounts whatsoever are 
kept. The result is that when he is promoted to a posi- 
tion of responsibility he enters his new career without any 
idea of the value of accounts in conducting business 
transactions. In a commercial establishment, on the 
other hand, every subordinate grows up with a sort of 
veneration of ‘‘ the books,” and the annual balance-sheet 
comes to be regarded as a kind of solemn ordinance. Now 
this training produces a habit of mind, which leads a per- 
son to keep records of all business transactions as it were 
by instinct. In most engineers and master mechanics 
this is almost entirely undeveloped, and therefore if those 
who direct the management of railroads, who have usually 
been trained in commercial schools, would insist more 
and more on having accounts and records and reports of 
the transactions in the machinery and road departments, 
they would learn more of their management than they 
otherwise would, and discover things which without such 
accounts would be unsuspected. Commercial training can 
in this way be applied with very great advantage in the 
management of railroads, but when its full effectiveness 
and advantages are recognized it must be remembered 
that, after all, ‘‘to make money in the locomotive business 
you must make it in the shop.” 

The business of a railroad is in fact very largely 
a productive or a manufacturing business. The ex- 
penses of operating a railroad may be roughly divided 
into three equal parts, one for maintaining the road, one 
for the machinery and rolling stock, and the third for the 
traffic and accounting departments. In other words, only 
one-third of the expenditure is employed in conducting 
the exchanges, and two-thirds in business which is pro- 
ductive in its character. That is, the road over which the 
traffic is carried must be made and maintained, and next 
the machinery and vehicles for carrying freight and passen- 
gers must be provided and kept in repair, Considering what 
large sums of money are expended for these purposes, it 
would seem to be of the utmost importance that these 
departments should-be conducted in the most skillful way, 
and be directed by persons whose experience qualifies 
them for such duties. 

It has been observed often that no establishment for 
the manufacture of machinery ever succeeds which has 
not a trained and able mechanical engineer at its head. 
The experiment has been tried over and over again, and 
failure and disaster invariably attend such ventures. The 
reason for it is abundantly obvious to any one who has 
ever had experience in that kind of business. There is 
perhaps no occupation in which money can be wasted by 
blunders as certainly and as rapidly as it may be in the 
machine business, and there is hardly any which re- 
quires such a varied and, it may be said, rare combina- 
tion of qualifications to conduct successfully as that of 
mechanical or civil engineering. The manager of such 
a business must have had that experience which could 
only be adequately described inalarge volume, which 
will enable him to avoid the mistakes which generations 
have made before him, the traditions of which he learns 
at the same time that his hands acquire skill. He must 
have a certain amount of ingenuity to provide expedients 
adequate to accomplish the objects aimed at, and at the 
same time compete with others who are straining every fac- 
ulty to excel in their business. He must have a sound 
judgment to enable him to select at times from a number 
of untried expedients those which will be sure to succeed. 
He must have a certain degree of scientific knowledge, so 
as to reason correctly on the principles which govern the 
construction of his machines, but at the same time be able 
to subordinate his science to the ends of his business; and, 
more than all, he must have that kind of practical business 
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talent which would make him succeed in any occupation 
he might undertake, whether it were keeping a peanut 
stand or conducting a great engineering establishment. 

Now it may be said that these are very high qualifica- 
tions, and so they are; but that they are required bya 
successful engineer is indicated by the rare cases of the 
success of such establishments. There is no reason for 
believing either that any less ability is required to conduct 
properly the engineering business of a great railroad than 
for a private establishment. There is only this difference, 
that the engineering business of a railroad is not sudject 
to competition. Whether the business is conducted 
economically is not made apparent so decisively as 
it is in the case of a _ private establishment, 
where the outgo and income must at least balance 
each other; but any one at all familiar with the business 
of a great repair shop of a railroad, or the details of the 
road department, will know that if there be any difference 
that the economical management requires a higher order 
of ability, more experience and more special knowledge 
than any one kind of business usually conducted by pri- 
vate establishments. 

Now, from this may be deduced the general inference 
that the engineering departments of railroads ought to be 
under the management of persons with the best possible 
training and knowledge of the duties of their po- 
sition. It is important, too, that these depart- 
ments should not only be nominally under 
the direction and management, but that the persons 
intrusted with such responsibility, if they are competent, 
should also have authority commensurate therewith. The 
practical evil which is much complained of by engineers 
and master mechanics is, that they find themselves in 
positions in which the responsibility rests upon their 
shoulders. when at the same time their authority is so 
curtailed that it is impossible for them to act as their best 
judgment dictates. On some roads the heads of those de- 
partments referred to find themselves in a position in which 
their authority is so overlaid and subdivided, that it is 
difficult for them to assign to it any special identity or 
limitation. They must obey the president, who is absolute, 
and his private clerk or secretary, who is often moreso. The 
orders of the superintendent are supreme law, and those 
of his assistants are sometimes supremer still, or at least 
there are more of them. The purchasing agent, who often 
knows little or nothing of such matters, exercises authority 
over the engineer and master mechanic and instructs them 
what kind of material they must use. The auditor dictates 
to them, and the directors interfere, until finally the 
poor man is so confused by the conflict and multiplicity of 
authority that he loses all pride in the performance of his 
duties, and interest in the welfare of hiscompany. There 
are men at present filling such positions, who have through 
sheer force of circumstances lost sight of what should be 
their first consideration, the interest of the company by 
which they are employed, and have been obliged to aban- 
don to some extent their duties and devote themselves to 
the arts of finesse, so as to get on with those who other- 
wise would interfere with them. 

It is of course right and proper that those who are en- 
trusted with the care of an immense property like a rail- 
road should hold those who fill responsible places to the 
strictest accountability, and should ask continually, What 
haye you done with the money expended in your depart- 
ment? The commercial habit of strict accountability 
could, in this way, be applied to advantage to a degree of 
minuteness which few railroad managers now imagine; 
but it should be remembered that ‘‘ the money must be 
made in the shop,” and that there the man who is respon- 
sible and does know should not be interfered with by 
those who do not know, but who are very often aggressive 
in their authority in proportion to what they don’t know 
but think they do. 








1876. 


Again we come to the New York State Engineer’s Report 
on Railroads, and again we complain, and call upon all 
others interested to complain, because this review of the 
railroad operations of the most populous of the States ap- 
pears an entire year after the expiration of the year reported 
on. The report for the year ending Sept. 30, 1875, appeared 
unusually early—about the middle of August, 1876—and 
we hoped then that this was the beginning of a reform; 
but this report, for the year ending with September, 1876, 
reached us about the 10th of October. Really the infor- 
mation has lost most of its interest, and it certainly has 
lost much of its value We may, it is true, still look at 
the report to ascertain what a railroad was, but hardly to 
know what it is. How greatly the work suffers from its 
late appearance may be estimated by the almost total 
silence with which it is received by the State press. The 
report covers matters of great practical interest to a very 
large part of the people of the State. If it were 
published within four months of the expiration of 
the fiscal year, that is, by the end of January, some 
part of its contents would be copied or commented upon 
by nearly every newspaper in the State, and this would be 
done because the people of the State would then value its 
contents. It is true that as it is now made, in accordance 
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with a law which determines its contents within narrow 
limits, it never can be as popular or command as general 
attention as the Massachusetts reports, which, besides the 
statistics of the separate roads and well-digested summa- 
ries and deductions therefrom, always contain some of the 
ablest discussions of current problems in the economics of 
transportation. But if weexamine the Massachusetts press 
we will find that it concerns itself with the purely statis- 
tical parts of the report, and especially with the returns 
of the separate railroad companies there reported. An 
Athol newspaper (if there is one) will tell its readers next 
February what the Springfield, Athol & Northeastern Rail- 
road did and earned in the year ending with September 
Jast; a Staten {sland newspaper would like to report the 
operations of the Staten Island Railroad for the same year 
at the same time; but the information will not reach it un- 
til the following September, probably, and then it ccases 
to be worth publishing and will not be published. 

Now we note this indifference of the press to the report, 
not because the report is made in any sense for the benefit 
of the newspapers, but because the newspapers, on the 
whole, publish what their readers want, and their neglect 
in New York to pay any attention to a railroad report a 
year old is evidence that such a report has little value to 
the people, as the common use made of the Massachusetts 
report, when it is four months old, is evidence that such a 
report is valuable to the people. The truth is, the New 
York report ought to be printed and distributed in Janu- 
ary or February, as the Massachusetts report is, and those 
interested would do well to urge on the Legislature such 
action as will remove the existing causes of delay. There 
is evidence that recently the report has been more carefully 
edited than formerly, which is an additional reason for an 
early publication. When the report was a mass of blun- 
ders (and we fear that it has not been much better than 
that sometimes), it did not much _ matter 
if it appeared after the year reported on was forgotten; but 
it is a pity to have any really valuable information kept 
back until it is almost valueless. We venture to say that 
thé report would be worth at least five times as much to 
the people of the State if it appeared in January instead of 
September. 

The body of the New York report consists of the returns 
of the different railroad companies. The part which is 
most interesting to one not desiring to investigate some 
particular road is the abstract at the beginning of the 
book. The companies’ reports are all made ona fixed 
form established by statute in 1850, which needs revising 
very much. The officer in charge has no discretion about 
this, but in preparing the abstract he has of late years 
permitted himself some deviations from the beaten track, 


making some additions to the information, and doing} 


something to make clear what had heretofore been ob- 
secure. It is from this abstract that, t we take the figures, or 
the basis of the figures, in the following: 

The table of earnings of railroads ‘‘operated with steam,” 
gives the names of 66 different companies. Some of these 
companies have a large mileage out of the State, and four 
at least have comparatively a very small mileage in the 
State. These are the Boston & Albany, the New York, 
New Haven & Harttord, the Lake Shore & Michigan 
Southern and the Atlantic & Great Western. 

The total mileage of road covered by the reports of the 
three years past has been: 





1875-76. 1874-75. 1873-74 
Dobel MORN. 6220 ccccecsccccccese 8,195.57 7,425.79 7,238.19 
Total within New York........... 5,551.84 5,499.28 5, 210.88 

Number of— 

EASARNGEEB ccc co ccccccscesstec coe 2,659 2,730 2,566 
First-class passenger cars.. . 1,749 1,540 1,610 
Second-class 341 273 262 
Baggage, mail and express cars... 913 743 709 
Freight Cars....ccscccccsscecccces 57,808 56,292 .54,876 


There appears, then, to have been an increase 1n the last 
year reported of 769.78 miles, or 10.4 per cent., in the 
total mileage of the companies, and of 52.56 miles, or a 
little less than 1 per cent., in their mileage within the 
State of New York. In all classes of cars an increase is 
reported, but a decrease in locomotives. To one mile of 


road worked there was: 
1875-76. 1874-75. 1873-74. 


TRIE 0 vos cn cose ceeses cocncsvascens 0.323 0.367 0.354 
First-class passenger CATS.......-.++-++++ 0.213 0.208 0.222 
en Oa ae 0.042 0.087 = 
Baggage, mail and express cars..... «++. O.111 0.100 

BUEN CRIB. oc ccccccccccccccscccssoecses 7.050 7.580 7. ‘$80 


The increase in equipment generally has not kept pace 
with the increase in mileage, partly, doubtless, be- 
cause the new mileage has less than the average traffic, 
and partly because means have been found to keep engines 
and cars better employed, and so to do more work with- 
out increasing their number. To illustrate this we go a 
little out of the way and show the average duty of engines 
and cars ascertainable from the reports: 


1876. 1875. 1874. 
Average miles run per locomotive... 21,206 20,235 24,325 
Average per locomotive of— 
Tons hauled one mile .:............. 1,813,901 1,592,702 1,752,122 
Passengers hauled one mile ........ 410,876 378,313 431,842 
Average number of passengers carried 
one mile per passenger car .......... 522,737 569,669 591,936 


Average number of tons hauled one 
mile per fieight car ...............0. 83,446 77,230 81,893 


The improvement is wholly in the freight service. Not 
having the number of locomotives engaged in passenger 
and freight service separately, we can get the average ser- 
vice only by assigning to each its proportionate share of 
both passengers and freight. 





The cost of construction and equipment is reported as 
follows for 1875-76: 


Total Per mile. 

Road and appurtenances.... ..........- J $68,123 
PND. 00.05500 09 tecnence 4406000000 79,954,956 9,750 
Wateh . .cvseveccccsecssessceccessses $638,562,362 $77,873 


For the previous year the cost per mile reported was 
$73,516 for road and $10,817 for rolling stock, or $84,333 
in all, so that there is shown a decrease of $6,460, or 7% 
per cent., in the total average cost per mile. 

The stock and debts for three years are reported as fol- 





lows: 
875-76. 1874-75. Increase. P. c 
Capital stock paid in..  SU0aete, 71 985, $5,661,372 1.4 
Funded debt.... ...... 323,805.286 312,658,762 11,146,524 3.6 
Floating debt.......... 30,953,719 25,159,026 5,794,693 23.0 
Total. ... cccscecs $757,435,716 $734,803,127 $22,632,589 3.0 


There is thus an increase of but 3 per cent. in capital 
while the increase in mileage is nearly 10} per cent. 

The stock and debts, however, are reported as about 
$119,000,000 greater than the cost of the roads. 

Per mile of road there is for the last year reported 
$49,107 of stock, $39,500 of funded debt, and $3,775 of 
floating debt, or $92,382 per mile of road, against $99,761 
reported the previous year, and $100,415 the year before. 

The work done is reported as follows : 


Train mileage— 1875-76. 1874-75. Inc. or Dec.  P.c. 
Passenger ........ 21,063,840 19,752,703 Inc.. 1,311,137 6.6 
Freight... 35,323,652 35,488,775 Dec.. 165,123 0.5 

Passengers carried.. 38,359,694 38,987,323 “ 627, - 1.6 

Ave. journey, mules. 28.48 26.49 Inc.. 7.5 

ee bem wif -1,092,519,724 1,032,809,456 “ 59,710, 1388 5.8 

Tons 34, 169,968 32 408, 547“ 1,755,411 5.4 

Average a ey ‘niles. 134.16“ 7 5.2 


Tonnage mileage. . .4,823, 1691 635 4,348,077,786 dinate 10.9 

Thus a traffic greater by 10.9 per cent. in freight and 
5.8 per cent. n passengers was done with an decrease of 
0.5 per cent. in freight-train mileage and an increase of 
6.6 per cent. in passenger-train mileage. The average 
freight-train load rose from 122.42 tons to 136.54; the aver- 
age passenger-train load fell from 52.29 to 51.86. 

It is notable that in the Centennial year, all but about a 
month and a half of the Centennial traffic being covered 
by the report, the increase in passenger traffic was but 5.8 
percent. above that of the previous year, though New 
York is so near Philadelphia that probably a larger pro- 
portion of its population than of any other State except 
two or three visited the exhibition. The passenger traffic, 
indeed, is reported as actually smaller than it was in 
1873-74. 

The report has some interesting tables of deductions 
from the reports from 1858 to date. We quote from it to 
illustrate further the tendency to increase freight-train 
loads. The average freight and passenger-train loads 
since 1870 are given as follows: 





Average Train-load, 





F ht, tons Passengers, No. 
BE i nos.060 occosensnrncencercesengae 00 58.42 
Bio 00c.00 0000 000080200000 ce-4es0eee 95.38 58.54 
Mivessecescccss sbedssacoeesseuens 97.97 57.82 
BB ivncs.00vncs 0ececeecsosssecasecees 102.29 60.00 
BN 66.00608 b00ckcsnesvoneconsecsans 122.42 52.29 
WING osc cc ccccccccctececsoeese stane 136.54 51.86 


For three years previous to 1871 freight-train loads are 
shown as varying from 106 to 127 tons, while from 1858 to 
1867 they vary from 75 to 97 tons. The figures for the 
earlier reports (including some after 1870, we fear) were 
so carelessly reported and carelessly compiled that proba- 
bly no confidence can be put in them. But the reported 
increase in freight-train loads since 1873, averaging nearly 
40 per cent., is in accordance with facts otherwise known. 
It is certainly a most remarkable development in transpor- 
tation, and goes far to explain the large decrease in the 
cost of carrying freight made of late years. 

The movement of trains was equivalent to 3.41 passen- 
ger trains and 5.72 freight trains each way daily (365 days 
in the year) over the entire mileage of the roads, and to 
177 passengers and 784 tons of freight each way daily. 

The earnings and expenses for three years have been 








reported as follows : 

Earnings 1875-76. 1874-75. 1873-74. 
Passenger...........-. $25,495,598 $24,743,856 $25, — 
TPSIGME. 20000 ccccccces 55,969,348 56,828,279 65,085,604 
GRRE. cc cccceccces coos 8,542,679 7,550,286 7,495,619 

Total earnings $90,007,625 $89,122,421 $97,951,074 

Expenses ° 
Maintenanve of road... $14,496,703 $16,808,734 $17,987,216 
Maintenance of ma- 

Chinery.....-.cccsee 1¢,951,262 11,168,626 12,209,769 

road........ 34,251,474 33,001,128 35,89.),990 
Total expenses $59, 699,439 $60,978,488 $66,087,975 
Net EaRNINGS......... $30,308,186 $28,143,933 $31,863,099 


Comparing the last two years, the increase in passenger 
earnings is just about balanced by the decrease in freight 
earnings, and the increase of about a million is due to a 
growth of other earnings. The earnings per mile largely 
decreased—from $12,001 in 1874-75 to $10,975 in 1875-76, 
or 8} per cent. 

The decrease in working expenses has continued, in 
spite of the increase in traffic. In 1875-76 they were 2.1 per 
cent. less than in 1874-75, and 9.7 per cent. less than in 
1873-74. The reduction in the later year was wholly in 
maintenance expenses—13.7 per cent. in road and nearly 
2 per cent. in machinery maintenance. There was an increase 
of 3.8 per cent. in the transportation department. 

The small increase in earnings- arid the moderate de- 
crease in expenses together make a considerable increase 
in net earnings—equivalent to 7.7 percent. This is not 


earnings per mile having been $3,695 in 1875-76 against 
$3,800 in 1874-75. 

These net earnings were equivalent to just about 4 per 
cent. on the entire stock and debts in 1875-76, and to 
3.8 per cent. the previous year, the return being larger 
because the capital account per mile was smaller. 

The actual payments for interest and dividends are 
reported as follows: 





1875-76 1874-75 1873-74. 
For interest..........6+ ++ $12,761,336 $12,314,005 $10,476,279 
For dividends. ............. 14,206,887 15,257,038 11,712,066 
Total.. eee +» $26, - 223 $27,571,043 $22,188,345 
gf Bee MARC. ..ccccocccccescoees 3,289 3,714 3,065 


The dividends for the later year were paid on the stock 
of 18 roads. In seven cases it is paid as rental, and in 
several of these is not earned. Of the whole amount no 
less than $5,333,000 is paid by companies which have very 
little road in the State of New York, and probably the 
proportion of the payments due to mileage in New York is 
not more than $9,500,000. Of this amount 75 per cent. is 
paid by a single company—-the New York Central & Hud- 
son River. 

The total amount paid in dividends by all the com- 
panies is equivalent to 3.53 per cent. on their total capital 
stock, and the total amount paid for interest to 3.94 per 
cent. on their total funded debt. The average interest on 
this debt cannot have been less than 6} ore7 per cent., but 
the average is brought down by the failure to pay any in- 
terest on many millions of Atlantic & Great Western, Erie 
and New York & Oswego Midland (and some other) 
bonds. 

If 7 per cent. interest had been paid on the entire funded 
debt, there would have been left $7,641,816 of the net 
earnings, which would have paid less than 2 per cent. on 
the capital stock. 

To put it in a simple and easily intelligible form, we 
may say that in the year ending with September, 1876, the 
average New York railroad earned net at the rate of 7 per 
cent. on a capital of $52,800 per mile, its actual capital 
being $92,400. 

The year covered by the report was in many respects an 
extremely unfavorable one, covering most of the period of 
the railroad war of 1876, coincident with a general stagna- 
tion of business when not stimulated by unprofitable rates 
for transportation. No less than 76 per cent. of the pas- 
senger traffic and 90 per cent. of the treight traffic of the 
roads included in the report is on trunk lines 
—Lake Shore & Michigan Southern, Atlantic & 
Great Western, Erie, New York Central and 
Boston & Albany —was greatly affected by the 
fierce competition of that year. This accounts for the 
reduction in the average rates received from 2.4047 to 
2.3337 cents per passenger per mile, and from 1.3039 to 
1.1604 cents per ton per mile With the average rates of 
1874-75 on the traffic of 1875-76, the net earnings would 
have been $7,660,000 greater than they actually were. 


The Long Island Railroad. 











The troubles of this company have culminated sooner than 
was expected in the appointment of a receiver, a judge of the 
New York Supreme Court having granted the necessary order 
last week, on-application ot Mr. J. W. Wright, a member of the 
banking firm of Drexel, Morgan & Co., who holds by assign- 
ment a judgment against the company for $66,621.86. The 
Court selected as Receiver Col. Thomas R. Sharp, who was 
very recently chosen President of the company, so recently 
that he has not yet had time to make himself familiar with his 
new charge. The company has recently been seriously em- 
barrassed with its floating debt, and within the last month has 
defaulted on the bonds of some of its leased lines, but it was 
hardly expected that resort would be had to extreme 
measures 80 soon. 

The Long Island Railroad itself has not a very heavy funded 
debt; on its 95 miles of main line and 63 miles of branches 
owned there was by the latest report $1,446,500 bonds out- 
standing. Its older leased lines, however, had considerable 
debts, the Newtown & Flushing, $150,000; the New York & 
Rockaway, $250,000, and the Smithtown & Port Jefferson, $600,- 
000, or $1,000,000 in all, for which the lessee is responsible, and 
these roads probably earn only a small part of their interest. In- 
deed the lessee’s own statement is that the Smithtown & Port 
Jefferson does not earn its working expenses, and the 
other roads are both useless lines, built to com- 
pete with the Flushing and Southern roads, both 
of which are now leased. Last year the Long 
Islands leased the lines of its two rivals, the Flushing, North 
Shore & Central and the Southern companies, both of which 
have very heavy debts, the Flushing a bonded debt of $3,908,- 
683 on 35 miles of main line and 18 miles of branches; the 
Southern $2,918,850 on 52 miles of main line and 19 of branches. 
The Long Island does not, however, guarantee these bonds; 
the terms of the leases have never been made public, but we 
were informed by an officer of the company at the time that no 
guarantees were made, the leases being for fixed annual 
rentals. 

The floating debt of the Long Island Company is variously 
stated at from $1,000,000 to $1,500,000 ; a year ago last Septem- 
ber, by the statement to the New York State Engineer, it was 
$455,590. It has probably increased pretty fast for the last 
few months, for it seems that in that time it has been difficult 
if not impossible to collect bills against the company, and the 
wages of its employes are said to be two or three months in 





equal to the increase in mileage, however, the average net 


arrears. The Flushimg and Southern roads have large floating 
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debts, chiefly, however, for money advanced by the Poppen- 
husens, the chief stockholders and directors. 

The Long Island has never been a very profitable property. 
When the main line from Brooklyn to Greenport was com- 
pleted in 1844, it was part of the shortest line then existing be- 
tween New York and Boston, connection being made with the 
Stonington road by steam ferry from Green ort to Stonington. 
It had then for several years a considerable through traffic, but 
the local business was much less than now, and the whole 
was not sufficient to yield a great profit. Its through 
business was lost when the New York & New Haven road 
was completed, about the beginning of 1849, and was never 
recovered, though an effort was made a few years ago to revive 
the old line for passenger travel. A through train was run for 
one season, but did not bring in enough to warrant a continu- 
ance of the attempt. In 1862 the company paid a dividend— 
the first, we believe—of 134 per cent., and followed it up by 
dividends of 6, 7,8 and 4 per cent. respectively in 1863, 1864, 
1865 and 1866. Dividends then ceased for several years, but in 
1871 one of 8 per cent. was made, and 4 per cent. was paid in 
1872 and again in 1873. 

What the intentions of the managers of the road are 1s not 
known, and is not likely to be, as they have always been very 
reticent, and indeed have made only such reports as ure re- 
quired of them by law. As is generally known, a controlling 
interest in the company is held by the Poppenhusens, who ac- 
quired it about a year and a half ago. For many years the 
road had been maraged by Oliver Charlick, who, with the late 
Mayor Havemeyer of New York, held the controlling interest 
in the stock. Mr. Charlick was deposed at the election of 1875, 
but a few weeks before his death, and Mr. Henry Havemeyer 
suceeded him, the older Havemeyer, who was a fast friend of 
Mr. Charlick having died a few months before. In less than a 
year, however, the Havemeyer interest was sold out to the 
Poppenhusens, who assumed complete control at the election 
of 1876. The Poppenhusens had first become interested in 
railroad property through their connection with the Flushing 
road, then a short local line, which served by a branch their 
large manufacturing and property interests at College Point, 
and which they probably took up in order to control their own 
transportation facilities. In 1873 by the completion of the 
Central Railroad to Garden City and Babylon the Flushing 
came into direct competition with the Long Island for a large 
part of the business of the island, and after that the competi- 
tion between the two roads was very sharp. 

Some years before the South Side road had been built, partly 
by local capital and partly by some New Yorkers who were 
interested in the summer resorts in that part of the island. It 
had a heavy debt from the start and was never profitable ; the 
local management sold out to a New York banking firm, which 
only sent matters from bad to worse, and in 1874 the third 
mortgage was foreclosed and a new company organized, in 
which the Poppenhusens held a chief interest. They were 
now fighting the old company from both sides, but this double 
competition lasted only a little over a year, when it was 
closed by their acquirement of the controlling interest in th« 
Long Island Company. Shortly afterwards they leased their 
two subordinate roads to that company, the leases effecting 
little or no change in the then relations of the road and being 
made chiefly to secure greater simplicity of management. 

The business of these roads is of a kind that requires close 
and careful management to make it profitable, and it is per- 
haps doubtful whether the Long Island system of roade can 
be made to pay at all without some changes. They have 
heavy debts to carry and are burdened with unprofit- 
table branches, some of them _ entirely superfluous, 
built during the heat of competition two or three years ago. 
Some of these are already practically abandoned and others 
doubtless will be. The freight business of Long Island is not 
large and much of it can be and is carried by water. It is not 
likely to increase very much and the mam reliance of the roads 
must be on suburban passengers and summer pleasure travel. 
Apparently only careful and economical management and a 
large reduction of the debt can put them ina condition to do 
their work and return any profit to their stockholders. 
Whether they can meet or are willing to meet these conditions, 
remains to be seen. 








The Texas & Pacific in Congress. 





The new House Committee on Pacific Railroads will prob- 
ably have to report on two subjects of general interest to the 
whole community and of great importance to certain railroad 
companies. One of these, and the one of which most is said, 
is the project for assisting in the extension of the Texas & 
Pacific Railway, and the other the plans for securing the pay- 
ment of the debts of the Pacific railroads to the Government. 
On this account there has been a great deal of speculation as 
to its probable composition, and there is now a great deal of 
interest in the opinions of its members. Apparently it is pretty 
evenly divided between advocates and opposers of the Texas & 
Pacific scheme. This project, however, does not assume the 
same position as it did last year. Then what was asked 
was the guarantee of bonds for a line from Fort Yuma 
to a connection with the completed part of the Texas & Pacific, 
the Western end for about 500 miles to be built by the South- 
ern Pacific and the eastern by the Texas & Pacific, while the 
latter was to have right of way or at least a fair traffic con- 
tract over the latter. Now the two companies are acting sepa- 
rately and against each other. The Texas & Pacific now wants 
aid for a road all the way to San Diego, several hundred miles 
of which would substantially duplicate the Southern Pacific, 
and nearly all of this in a country which affords no local traffic. 
The Southern Pacific at one time announced its intention of 
extending its road across Arizona even if it should get no Gov- 
ernment aid, further than a laud grant but its programme may 
have been changed, and there has been some talk of an exten- 
sion to connect at the Rio Grande with a ‘I'exas road to be con- 
structed from San Antonio, so making a line more valuable to 





Galveston and perhaps to New Orleans than the Texas & Pacific 
would be likely to be. Not that the Texas & Pacific would not 
afford these cities a favorable enough route for 
through Pacific business: they mever can have any 
considerable amount of such business, however many rail- 
roads they may get, but a railroad from southeast to northwest 
through Western Texas where no railroad now exists would be 
more likely to carry traffic from the country on its line to Gulf 
ports than one from east to west across Northern Texas. The 
latter, however, would be more favorable for traffic to and 
from the Northern States; and doubtless nine-tenths of the 
through traffic of any Pacific railroad, whether in the North or 
South, will be shipped to or from the country north of the 
Ohio River. if, however, connections are msde with northern 
lines west of the Rio Grande, as bas been proposed with the 
Atchison, Topeka & Santa Fe, the lines would be more nearly 
equalin this respect. The Southern Pacific, of course, has 
every motive to oppose the construction of the Texas & Pacific 
if the latter is to be built across California. The Southern 
Pacific has already built a road there, through a country which 
cannot possibly support two roads; and two hundred miles of it 
must depend entirely upon ths through traffic to and from the 
country east of the Colorado, Should the Texas & Pacific be built 
through to San Diego, it would deprive the Southern Pacific of 
any share in the through traffic, and would compete with it for 
the Arizona traffic, which may some day be quite valuable, if 
the mines should be developed largely. Of course it cannot 
complain of any ordinary competition which might destroy the 
value of its line, but it protests against having such injury to 
its proper'y done by aid of the Government. 

The new Commitiee on Pacific Railroads will have to report 
upon the plan proposed by the Texas & Pacific. Only four of 
its thirteen members were on this committee in the last Con- 
gress, and four are new members of Congress, among them the 
Chairman, Mr. Clarkson N. Potter, who with several other 
members is reported to be opposed to any Government guaran- 
ty. So far as appears, there will not be a very large majority of 
the committee on either side, which probably insures a strong 
minority report, whatever may be the majority report. 

As to the disposition of Congress, little seems to be known 
as yet. On one side there seems to be a disposition to let the 
South have what it wants, or thinks it wants, and on the other 
a strong determination to avoid any expenditure, or guaranty 
that may involve expendi ure, which can possibly be avoided. 
Ordinarily this disposition is relaxed immediately after a presi- 
dential election, and perhaps it is now, though so far there 
has appeared to be unusual earnestness to get a reputation for 
The Texas & Pacific Company will bave a very 
strong and influential support, however, and the number of 
those influenced by private interests in its favor will doubtless 
be much greater than of those opposed to it. Active efforts of 
outside parties in favor of or against a bill are not likely to be 
made unler: these parties have large interests at stake, and it 


«economy. 


may easil iappen that a scheme which will profit ten mena 
hundred asand dollars apiece #nd injure a million men ten 
dollars * sce will have a very strong outside support and no 
organizea opposition whatever while pending before Congress. 
In this case the outside “ pressure” is likely to come chiefly 
from the Texas & Pacific and several Southern cities (and per- 
haps connecting railroads) on one side, and from the Southern 


Pacific on the other. 


Lake and Canal Rates and Winter Traffic. 





A reduction in lake and canal rates has been made since the 
rail rates were advanced Oct. 17, just at the season when water 
rates are expected to be most firm and likely to advance. 
Within three weeks the lake rate has fallen from 6 to 34% cents 
a bushel for wheat from Chicago to Buffalo; and though the 
canal rate held firm until a week ago, it is now (Oct. 30) down 
to 954 cents for wheat from Buffalo to New York, against 12 
cents a week ago and for a few weeks previous. 

During the first half of October it cost about 19 cents to 
send a bushel of wheat from Chicago or Milwaukee to New 
York by lake and canal, and the rail rate was 21 cents. Now 
the rail rate is 24 cents and the lake and canal rate about 14% 
cents. Such a difference in favor of the water rate will be 
likely to limit rail shipments, but that effect is not ap- 
parent in the returns made so far, which, however, do not 
come down later than Oct. 20. They do not, however, affect 
the movement on the trunk lines from the lakes or Pittsburgh 
to the Atlantic, as they are able to meet the canal rates. In- 
deed, the canal rate has been higher than the trunk 
lines’ proportion of the through rail rate until very recently. 
The New York Central, for instance, got about 11 cents a 
bushel for carrying a bushel of wheat from Buffalo to New York 
if it was shipped through by rail from Chicago, when the canal 
boats were getting 12 cents, and before Oct. 17 it got about 
95% cents, though for a little while the canal boats had then 
been getting 12 cents. This fall the trunk lines have been 
able to carry with profit at canal rates, and it was comparatively 
a matter of indifference to them whether the grain 
delivered to them from the West at Buffalo 
on Erie, by lake or by rail. If the Erie or the New York Cen- 
tral had any difficulty in getting full employment for their roll- 
ing stock, they could now enter the market at Buffalo in com- 
petition with the canal boats for the grain arriving by sail, 
and make money at less than current canal rates. In fact, they 
take little grain except that arriving by their cwn propelier lines, 
having about all the freight they can handle with the cars at 
their command without taking grain from the boats, which 
also are now fully employed. Canal shipments to New York 
are not likely to be made at Buffalo more than 15 or 20 days 
longer, as the canal is likely to close before they could get 
through. Grain arrivals at the Northwestern markets have 


was 


been comparatively light for a week or two past, 
owing largely to the bad condition of the roads, 
and it is quite possible that when navigation 


closes those markets and Buffalo aiso will be comparatively 





bare of grain; at least, recently, shipments have been consider- 
ably greater than receipts at many important places, 
If this is the case, there will be all the more to come forward 
by rail in the winter, and as the British supply from Russia 
will very soon be cut off by the closing of the Baltic 
ports, there is reason to believe that there will 
be an unusually large winter movement from this 
country this year, if rail rates are kept reasonable. Probably 
the demand will warrant a 45-cent rate from Chicago to New 
York, but it will be much better to make no advance and con- 
tinue to carry all winter at 40 cents if the grain will not move 
freely otherwise. There is a profit at that rate. In the 
winter of 1873-74, the first in which there was a very 
large grain movement, the railroads got 60 cents per 100 
Ibs. for two months, and 55 cents for the rest 
of the season, but there is now probably as large a profit at 45 
as there was at 55 then. It is quite possible that the market 
will bear a 50-cent rate, but there will have to be an advance 
in English and sea-board prices to support such a rate. The 
matter is likely to settle itself readily enough. The railroads 
will not adhere to a high rate if it stops the movement of grain, 
since there is sure to be some profit on any rate not lower 
than that now charged, which does not stop the movement 
while navigation is open on the lakes and canal, and (which 
has probably a considerable effect now that the Black Sea is 
closed) on the Baltic also. 








Meeting of Railroad Men. 





The next monthly meeting will be held at the rooms of the 
Master Car-Builders’ Association, No. 113 Liberty street, New 
York, Thursday evening, Nov. 15. The subject for discussion 
will be “The Annual Rate of Depreciation of Railroad Cars.” 

A railroad superintendent writes us: ‘I would like to get 
the opinion of the Master Car-Builders and others who attend 
their monthly meetings as to the best size and construction of 
caboose cars for freight trains.” This inquiry will also be sub- 
mitted. Persons having any information relating thereto are 
requested to submit it in person or by letter. Drawings of 
caboose cars would be especially useful. 

These meetings are open to all railroad men and others con- 
cerned in their occupation, and any one interested in the topics 
discussed is invited to attend. 


Record of New Railroad Construction. 


This number of the Railroad Gazetie has information of the 
laying of track on new railroads as follows : ‘ 

Uniontown & West Virginia.—The first track is laid from 
Uniontown, Pa., southward to Olyphant Furnace, 44% miles. 

Harrodsburg & Southwestern. —Completed from Harrodsburg, 
Ky., east by south to the Cincinnati Southern, near Burgin, 10 
miles. 

Minne-ota Midland.—The first track is laid from Wabasha, 
Minn., west 10 miles. It is of 3 ft. gauge. 

Central Pacific.—The track on the loop line from Oakland to 
Bantas is extended from Point Pinole, Cal., east to Martinez, 
14 miles. 

This is a total of 3844 miles of new railroad, making 1,668 
miles completed in the United States in 1877, against 1,875 
miles reported for the corresponding period in 1876, 986 in 
1875, 1,363 in 1874, 3,075 in 1873, and 5,709 in 1872. 











THE CAMPAIGN OF THE DANUBE has been rendered exception- 
ally difficult and dangerous to both combatants, but especially 
to the Russians, by the lack of railroad transportation. The 
latter have a railroad reaching the Danube at the extreme left 
of the main body of their army, but thence to the right, where 
the largest force is now employed, the distance is more than 50 
miles, while itis about twice as far to the extreme southern 
post occupied. With an army liable to attack at the three 
angles of an equilateral triangle with 50 miles base aud 75 
miles height, facility of movement is of vast importance, to say 
nothing of the question of supplies. Indeed, if the Russians 
had constructed about a hundred miles of railroad—which 
could have been easily and quickly done in the Danube valley, 
as soon as they had established themselves south of the 
Danube, we may almost say that the same force would have 
been twice as effective. Apparently the need of such a line ot 
communication is at last fully impressed on the Russian au- 
thorities, and announcement is made that 300 kilometres (186 
miles) of railroad will be built to and among the Russian 
camps. 

At the other extremity of the seat of war, in Asia Minor, the 
difficulties of transportation are much greater for the Russians, 
and for a large army like that on the Danube would be almost 
insurmountable. The Black: Sea being commanded by 
the Turkish navy, the Russians are unable to use that; 
otherwise they might make a depot of supplies south 
of the Caucasus at Tiflis, about half way between the Black and 
the Caspian, at the terminus of a railroad to the Black Sea 
which the Russians have built. As it is, the nearest station is 
at Viadikaukus, from which everything must be hauled in carts 
more than a hundred miles and entirely across the lofty Cau- 
casus before it reaches Tiflis; and thence to the army operating 
on Kars the distance is still greater, and also through a moun- 
tainous country. 

With the modern armies and armaments, good communica- 
tions become of the utmost importance. In a country like 
Turkey, where there are scarcely any roads, it is doubtful 
whether operations can be continued for a considerable period 
by a large invading army unlessa railroad is constructed to 
supply it. A wagon train over the Balkans to supply a force ot 
200,000 men distant 200 miles from an available port or railroad 
(as the Russians would be at Adrianople) would be almost im- 
possible. 








Stream on STREET RarRoaps in the vicinity of New York has 
hitherto been tried on roads which were rather suburban than 
city lines, the chief part of their length being really in the 
country, where it is safe to run at a higher speed than could 
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be had with horses. On the railroad from Hamilton Ferry, 

Brooklyn, to Fort Hamilton, steam is used for about four miles, 

from Greenwood to Fort Hamilton. About a mile of this is in 
a street pretty well built up, the rest in the country. There 
are steep grades on this line, but a Baldwin separate motor 
takes three open street cars over it in about two-thirds of the 
time required by horses. The company now asks the privilege 
of using steam on the rest of the line, about two anda half 
miles through closely built streets, where, however, there 1s no 
very great movement of vehicles. The petition to the Railroad 
Committee of the Brooklyn Common Council was supported by 
a considerable number of owners of properly along the road. 
At the same meeting requests were made for permission 
to use steam on the Broadway Railroad from Flushing 
avenue to East New York, on the Bushwick Railroad, from 
Bushwick and Flushing avenues to Cypress Hull Cemetery, on 
the DeKalb Avenue Railroad, from Fulton Ferry to the ter- 
minus, and on the North Second street & Middle Village 
road (in the “Eastern Division” of Brooklyn, formerly Wil- 
liamsburg). The meeting was held for the purpose of hearing 
the objections of property-owners as well as the arguments of 
the street railroad companies, but scarcely any objection seems 
to have been made. Brooklyn is a city unusually free from 
vehicles, and this makes it a favorable place to experiment 
with steam in the busiest streets. 








Tue Steet Ram Works are reported to have made or to be 
making a combination to contract and raise the price of rails. 
There are now eleven works in the country, whose combined 
capacity probably exceeds any probable demand for their pro- 
duct. They have succeeded very largely in driving iron rails 
out of the market, but in doing this and in competition with 
each other they have been compelled to reduce their prices 
sometimes as low as $40 or $42 a ton. But at such a price, 
with iron rails from $32 to $35 they have got most 
of the orders. But for the competition of iron 
rails they would be able te control the market 
completely, as they control the patent for the Bessemer 
process in America, and the duty on imported steel rails is 
$25.20 a ton—more than 80 per cent. on the present European 
price. The competition of iron hardly affects a large part of 
the trade, for few of the roads with heavy traffic would now 
‘use iron in main line if it were half the price of steel. The 
arrangement reported as likely to be made is for the different 
works to pay $2 a ton manufactured into a common fnnd, while 
the works at the places mentioned will accept not less than the 
following prices per ton: Troy and Cleveland, $50; Chicago 
and Joliet, $51; St. Louis, $53. The other works are not to be 
restricted in prices. The fund formed by the contribution of 
two dollars a ton is to be divided among the companies, but 
in what proportions is not stated. The object, apparently, is 
to enable the oldest works and those least able to produce eco- 
nomically to close entirely when business is dull without sacri- 
ficing their whole income. The present railroad rates makes 
the cost of carrying from Philadelphia about $9 a ton to Chica- 
go and $10 to St. Louis. From Pittsburgh the cost is less, but 
stfil the difference would enable Chicago and St. Louis works 
to get several dollars a ton more than the Pittsburgh works. 
The restricted companies most likely to be affected by the un- 
restricted companies would seem to be those at Troy and 
Cleveland. 








Tue PENNSYLVANIA RAILROAD again passes a quarterly divi- 
dend, so that for one-half of the current year, at least, the 
stockholders will be entirely deprived of an income from this 
magnificent property. At the same time reports are made of 
the gross and net earnings for September and for the nine 
months ending with September, showing on the whole favora- 
ble returns, especially for September. There is, it is true, a 
considerable decrease as compared with 1876, but this road 
was so profited by the Centennial traffic last year that the net 
earnings from lines east and west of Pittsburgh were 
about $2,500,000 greater than in 1875; yet in the latter year 8 
per cent. dividends were paid. The dividend is passed this 
quarter, we suppose, as it was last quarter, because of the 
large expenditures necessary to replace the property destroyed 
by the Pittsburgh riots. The last one paid was 94% per cent., 
and to pay such a dividend requires a little more than a mil- 
lion dollars. The statement published indicates that the net 
earnings of last September were about $250,000 greater on the 
lines west of Pittsburgh than in September, 1876, when Cen- 
tennial traffic was at its height, but $686,000 less on the lines 
east of Pittsburgh. At this rate, the road must be doing ex- 
ceedingly well, and the last half of the year will go far towards 
making up for the unsatisfactory results of the first half. 








Larce Grarn Recerrs at New York are reported for the 
week ending Oct. 27, amounting to 4,002,421 bushels of grain 
of all kinds, besides 111,895 barrels of flour. These are beyond 
all comparison the largest receipts of the year. So far, since 
the lst of January, the grain receipts at New York have 
reached 3,000,000 bushels but four times—all within the last 
five weeks. Until the week ending Aug. 18 they never reached 
2,000,000 bushels, and since that week they have never fallen 
as low as that amount. The weekly receipts of all the Atlantic 
ports put together did not reach 4,000,000 bushels until that 
week. The other leading grain ports have also increased their 
receipts since July, but none but Montreal in so large a pro- 
portion. That is, New York has got a larger proportion of the 
grain business since it has been small than while it was large. 
New York receipts last week were greater than for the first 
eight weeks of the year. They were sufficient to load a freight 
train 6774 miles long. 








Heavy Trans-Loaps have had much to do with the economy 
of hauling freight effected recently, and it is interesting to 
know what is effected in this regard in other countries—what 
is there counted a heavy train-load. Some indication may be 
afforded by the application made by an English company to 


Parliament for authority to construct an extension which 
would give it a line from London to the coal fields of the North 
with a maximum grade of 13.2 ft. per mile. With this favor- 
able grade it was asserted that an engine would be able to take 
a train with a load of 400 tons. English cars usually weigh 
about seven-tenths of their full load, which would indicate a 
gross load of 680 tons of 2,240 Ibs. behind the tender. This is 
just about equal to a train of 38 fully loaded American box 
cars—a good train, certainly, but not considered extraordi- 
nary in this country in these days on roads with much steeper 
grades than 13.2 feet to the mile. 








AMERICAN PassENGER Cars seem to have actually acquired a 
foothold in England, not only as an exceptional accommoda- 
tion in the form of sleeping and drawing-room cars, in which 
form they have been in use on a few lines for some time, but 
as the standard vehicle for ordinary traffic. It is announced that 
the Midland Railway Company has decided to adopt ‘“ perma- 
nently” the style of car illustrated in our paper last week, 
both for first-class traffic, and, in a modified form, tor third 
class. (This road runs no second-class cars.) We see a news- 
paper correspondent congratulating future passengers by the 
Midland because they will avoid being jolted through the use 
of the new style of cars. The Midland is a great road, with 
lines from London to many important places, and its adoption 
of the American car for all classes of passengers will introduce 
it to a very large proportion of the traveling public in Great 
Britain, and if it is approved, itis likely to be used on other 
lines. The arrangement of the car is modified to smt it to 
English tastes and customs, but the great distinguishing fea- 
tures of support at the extremities on swivelling trucks, and 
entrances at platforms at the ends, are preserved. 








NEW PUBLICATIONS. 


A Practical Treatise on Water Supply Engineering : Relating 
to the Hydrology, Hydrodynamics and practical construction of 
Water-Works in North America. With numerous tables and 
illustrations, by J. T. Fanning, C. E., Member of the American 
Society of Civil Engineers. New York, D. Van Nostrand. 1877. 

The object of the author of this work has been to furnish a 
manual of the theory and practice of water-works construction 
in this country, and thus supply a want which has been much 
felt by engineers. Since the first American water-works were 
built in 1762 at Bethlehem in Pennsylvania, no treatise has 
been published for the information of engineers, although 
works have been constructed in over 400 towns. Scattered 
through the reports of the projectors, constructors and man- 
agers of these works, and in special papers contributed to so- 
cieties, there is a vast fund of information of value. inacces- 
sible to ary one except through most laborious and expensive 
searching. Mr. Fanning has evidently been a hard student 
and careful observer, and has collated from foreign and domes- 
tic sources very valuable information, and presents the latest 
results of experience in a systematic form, dividing his treatise 
into three sections, treating respectively of the collection anc 
storage of water and its impurities ; the flow of water through 
sluices and channels ; and the practical construction of water- 
works. The formule given and the 116 tables of results of ex- 
periments and formule represent an enormous amount of 
patient work and are extremely valuable if they are correctly 
printed. 

If the author intended his work to be of practical use to en- 
gineers, he has, we think, indulged in an excessive amount of 
“fine writing.” The substance of page after page of the first 
third of the book could be condensed into one fourth of its 
compass by omitting the passages which might do very well in 
a report to a rural commission where “ padding” is nevessary, 
but which will be skipped by an engineer seeking information; 
pp. 45-46, 112-115 and 134-135 are illustrations. 

There is also too much purely elementary matter. The per- 
sons for whom the book is intended ought to be assumed to 
know something to start with. In fact, most of it would be 
useless to inexperienced persons. As an illustration, the 
greater part of pp. 161 to 193 might have been omitted with ad- 
vantage. The cost of the book is increased by the introduction 
of a number of pictures of no value, they being without dimen- 
sions or description, and being taken from local reports and 
from advertising circulars. 

Several errors have been allowed to creep into the text, such 
as Noctos for Nostoc, on p. 129, and in the index, an atrociou- 
misspelling of the name of a distinguished engineer on p. 150, 
the use of a plural nominative and a singular verb in two cases 
on p. 135, the mention of a maxima and a minima on p. 204, 
and a strata on p. 336. 

In the third section a rather disproportionate amount of the 
examples of construction is drawn from a small work in New 
England, to the neglect of older and larger works in the great 
cities. Descriptions are also given of several structures de- 
signed by the author, but it is not stated whether they have 
undergone the test of actual construction and use. As one of 
the designs thus given (p. 435), with description of its merits, 
is known never to have been tried, some uncertainty must be 
felt as to the value of other designs mentioned. Several of the 
opinions expressed as to the modes of construction will not 
meet with general approval among experienced hydraulic en- 
gineers. 

On the whole, however, the book is a veluable addition to 
professional literature, and the author is fairly entitled to the 
thanks and the support of engineers. Not the least among the 
merits of the work is a careful and thorough index to its con- 
tents. 








Transportation in Congress. 





Previous to this week the only important business introduced 
at this session of Congress has been the Judiciary Committee’s 
bill to provide for the payment of the debt of the Pacific rail- 
road companies to the Government more rapidly than the law 





now requires. 


In the Senate on the 29th, the following bills were intro- 
duced : 

By Mr. Booth, of California, to authorize the Secretary of the 
Interior to declare forfeitures of railroad grants in certain cases. 
It provides that in all cases where railroad grants have expired 
by limitation of law, it shall immediately be the duty of the 
Secretary of the Interior to declare all the lands included in 
such grants—which have not been patented by the United 
States to the grantee where the grant has been made to a cor- 
poration, or which have not been lawfully disposed of by the 
State where the grant has been made to a State—forfeited to 
the United States, and after such declaration the lands thus 
declared forfeited shall be disposed of the same as other public 
lands of the United States. 

In the House on the 8th : 

Mr. Hewitt, of New York, introduced a bill in relation to the 
Paris Exhibition of 1878. It provides for the acceptance of the 
invitation, for the appointment of a General Commissioner, 
whose salary shall not exceed $3,000, and of 15 Commissioners, 
eight of whom are to be skilled artisans and seven scientific 
experts, whose pay and expenses are not to exceed $1,000 each, 
and authorizes the assignment of one or more public vessels to 
transport to and from France, free of cost, the articles for ex- 
hibition, and it appropriates $150,000 to cover all expenses. 

On this day also the Speaker announced the House commit- 
tees. The composition of those on “ Railways and Canals,” 
* Pacific Railroads,” ‘ Post Offices and Post Roads,” and ** Com- 
merce” are announced with the general title of ‘‘ House Com- 
mittees” in ‘‘ Elections and Appointments.” 


@®eneral QMailroad Wews. 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—Mr. W. B. Strong's position is 
General Manager. It is not yet certain, by uny means, that 
the road will be extended to a connection with the Southern 
Pacific, though such an extension is talked of, and would be 
probably as good an outlet as any talked of for that road. 

Baggagemen’s Mu'ual Aid & Benefit Association.—At the an- 
nual convention in St. Louis, Oct. 23, the following officers 
were chosen: President, R. R. Bentley, Vandalia Line; Vice- 
Presidents, A. N. Phillips, Chicago & Northwestern, and 
Maurice Hart, Pittsburgh, Cincinnati & St. Louis; Secretary and 
Treasurer, T. F. Bryant, st. Louis Union Depot; directors, G. 
W. Shearburn, Chicago & Northwestern; Edward Thornton, 
Illinois Central; C. Huntington, Chicago & Alton; J. C. Camp- 
bell, Pittsburgh, Cincinnati & St. Louis; G. W. Payne, Ohio & 
Mississippi; Jerome King, Chicago, Rock Island & Pacific; 
John Curley, Missouri, Kansas & Texas, 


Baltimore & Hanover.—The board has elected Capt. A. W. 
Eichelberger President; L. F. Melsheimer, Secretary; R. M. 
Wirt, Treasurer. 

Camden & Atlantic.—The board has elected Charles D. Free- 
man President, in place of John Lucas resigned. Mr. Freeman 
has been for several years a member of the board. 

Connecticut Railroad Commission.—The Governor has a 
pointed Mr. John W. Bacon, of Danbury, Railroad Commis- 
sioner, in place of Minott A. Osborn, deceased. Mr. Bacon is 
a ivil Engineer of long experience, and was for several years 
Superintendent of the Danbury & Norwalk Railroad. 


Danbury & Norwalk.—At the annual meeting in Danbury, 
Conn., Oct. 25, the old board was re-elected, as follows: Lucius 
P. Hoyt, David P. Nichols, E, 8. Tweedy, Danbury, Conn.; 
Orrin Beuedict, Bethel, Conn.; James W. Hyatt, Ww. C. Street, 
Norwalk, Conn.; Ambrose 8. Hurlbut, Westport, Conn.; Ros- 
well P. Flower, H. H. Hollister, New York. The board re- 
elected Roswell P. Flower President; James W. Hyatt, Vice- 
President; Harvey Williams, Secretary and Treasurer; L. W. 
Sandiforth, Superintendent. 

East Tennessee, Virginia & Georgia.—The title of Mr. John 
F. O’Brien is Chief Engineer and Superintendent of Transpor- 
tation, and not yes te of Transportation and Repairs, 
as it was incorrectly given last week. 


House Committees.—Among the committees of the House ot 
Representatives of the present Congress announced by Speaker 
Randall last Monday are the following : On Railways and Ca- 
nals—Messrs. Schleicher of Texas, Chairman ; Cabell of Vir- 
ginia, Crittenden of Missouri, Shelley of Alabama, McKenzie 
of Kentucky, Muller of New York, Clark of New Jersey, Evans 
of Indiana, Mitchell of Pennsylvania, Camp of New York, 
Hazleton of Wisconsin. On Pacific Rails vads—Messrs. Pot- 
ter of New York, Chairman; Throckmorton of lexas, Mor- 
rison of Illinois, House of Tennessee, Luttrell of 
Caiifornia, Landers of Connecticut, Chalmers of Missis 
sippi, Elam of Louisiana, O'Neill of Pennsylvania, Blair of 
New Hampshire, Caswell of Wisconsin, Cole of Missouri, Rice 
of Massachusetts. On fost Offices and Post Roads—Mesars. 
Waddell of North Carolina, Chairman; Slemons of Arkansas, 
Caldwell of Tennessee, Geddings of Texas, Garth of Alabama, 
Quinn of New York, Money of weyry Cannon of Lilinois, 
Freeman of Pennsylvania, Williams of New York, Townsend of 
Ohio. On Commerce—Messrs. Reagan of Texas, Chairman; 
Felton of Georgia, Rea of Missouri, Bliss of New York, Roberts 
of Maryland, Ross of New Jersey, Kenna vt West Virgima, 
Hunter of Indiana, Dunnell of Minnesota, Hubbell of Michigan, 
Overton of Pennsy|vania. 

Mr. Gustav Schieicher, of San Antonio, Texas, the Chairman 
of the Committee on Railways and Canals, was many years ago 
a civil engineer. The Chairman of the Committee on Pacific 
Railroads is Mr. Clarkson 8. Potter, of New York. 


Ilinois Central.—The board has elected Mr. W. K. Ackerman 
President, that office having been vacant since the resignation 
of Mr. Douglas. Mr. Ackerman has been in the service of the 
company a long time, as Local Treasurer, Treasurer, Auditor 
and lately as First Vice-President. 

Long Island.—The New York Supreme Court has appointed 
Col. Thomas R. Sharpe Receiver. He was very lately chosen 
President of the company. 

Minneapolis & St. Louis.—The board has elected W. D.Wash- 
burn President ; A. H. Bode, General Ticket Agent and Treas- 
urer; H. L. Morrill, Superintendent. Mr. Bode has been Su- 

rintendent some time ; Mr. Morrill comes from Evauaville, 

no., and was formerly, we believe, connected with the St. Louis 
& Southeastern. 


Northern Pacific.—The following named appointments are 
announced to take effect from Oct. 23: 

H. E. Sargent has been appointed General Manager, to fill 
the vacancy existing since 1875. His headquarters are at St. 
Paul, Minn., and he is charged with the general supervision 
of the local and operative affairs of the division. 

Thomas L. Rosser has been appointed Resident Engineer, 
with headquarters at Brainerd, Minn. He is charged with the 
engineering works of the company in Minnesota and Dakota, 
and with the maintenance of permanent way and bridges. 

George G. Sanborn has been appointed General Freight and 
mee | Agent, with beadquarters at St. Paul, Minn. The 
office of General Business Agent is abo)ished. 

Panama.—Mr. George W. Tennent is appointed Master Me- 
chanic in place of Mr. F. H. Brown, resigned. Mr. Tennent 
will have full charge of the shops at Aspinwall and Panama, 
inclusive of those connected with “Lighterage,” which will here- 
after be included in the Mechanical Department. 

Pennsyloania.—Mr. Frank J. Firth, Vice-President of the 














Empire Transportation Company, has been appointed General 
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Manegee f Hie Empire Line as now operated by the Pennsyl- 
vania Company. 

Railroad Conductors’ ‘e Insurance Association.—At the 
annual convention in Atlanta, Ga., last week, the following offi- 
cers were chosen: President, Samuel Titus, Auburn, N. Y.; 
First Vice-President, Robert R. Wey gt Atlanta, Ga.; Second 
Vice-President, Cyrus A. Stanchfield, Creston, Ia.; Grand Sec- 
retary and Treasurer, Joseph F. Culbertson, Columbus, O.; 
Member of Executive Committee for three years, John W. 
Moore, Columbus, O. 

St. Louis, Fort Scott & Colorado.—At a meeting held at Fort 
Svott, Oct. 37, the board of directors of this new company or- 
ganized by electing officers as follows: President, M. 8S. Cart- 
ter, St. Louis; Vice-President, J. K. Gordon, Humbold‘, Kan.; 
Secretary and Treasurer, E. 4. Harris, Fort Scott, Kan. 

Virginia City 
P. F. Mohrhardt Secretary of this company. The office is at 
Virginia City, Nevada. 

Western Maryland.—The new board has re-elected J. M. 
Hood President and General Manager; Alexander Rieman, 
Vice-President; John 8S. Harden, Secretary and Treasurer. 








PERSONAL. 


—Mr. W. J. Howard has romned his position as Solicitor 
for the Pennsylvania Railroad Company, in consequence, it is 
said, of the disapproval by the company of his action as coun- 
sel for the parties who began the recent suit to enjoin the 
company from paying the United New Jersey dividend. 
—Mr. Job H. Jackson, President of the Jackson & Sharp 
Company, of Wilmington, Del., has been arrested on charges 
rowing out of the sale of a sleeping car to the Western & At- 
antic Railroad under the Bullock-Kimball management. The 
State of Georgia, which owns and at that time worked the 
road, claims that an attempt was made to force the State to 
pay for the car when the full price had already been paid. Mr. 
ackson denies the charge and his friends do not credit it. 
Mr. Jackson was taken to Atlanta and there released on bail. 


—Mr. Joseph Richardson has resigned his position as Presi- 
dent of the Hannibal & St. Joseph Company and his resigna- 
tion has been accepted by the board. is place will not be 
filled until after the annual meeting. 

—Mr. James M. Foss, Superintendent of Motive Power of the 
Central Vermont, was recently presented with a gold-headed 
ebony cane by the engineers on the road. 


—Hon. Sobieski Koss, who died in Coudersport, Pa., Oct. 26, 
was a director of the Atlantic & Great Western, President of 
the Jersey Shore, Pine Creek & Buffalo, and was connected 
with some loca] railroad projects. He was born in 1828, in 
Coudersport, and always lived there ; was educated and prac 
ticed as a civil engineer, and wasa large owner of unimproved 
lands in Northern Pennsyivania. Mr. Ross sat in Congress 
four years from the Sixteenth Pennsylvania District. 


—Hon. Chester W. Chapin, President of the Boston & Albany 
Railroad Company, has made oo to pass the coming 
winter in New York, and it is hinted that he may make his per- 
manent residence in that city. 

—Gen. N. Bedford Forrest, President of the Selma, Marion & 
Memphis Railroad Company, died at his residence in Memphis, 
Tenn., Oct. 29, after a long illness. Gen. Forrest was not very 
successful as a railroad manager, and was chiefly known as a 
Confederate cavalry officer during the late war. 

—Mr. Wm. Mason, the well-known locomotive builder of 
Taunton, Mass., has almost entirely recovered from the effects 
of his recent severe accident. He was last week able to visit 
New York, and is now attending to business almost as usual. 











TRAFFIC AND EARNINGS. 
Railroad Earnings. 


Earnings for various periods are reported as follows : 
Year ending June 30: 





1876—17. 1875-76. Inc.or Dec. P.c. 

Savannah & Memphis. $50,043 $43,221 Inc.. $6,822 15.8 
Expenses.......... 35,008 27,102 Inc.. 7,906 29.2 
Net earnings....... $15,035 $16,119 ~Dec.. $1,084 6.7 
Earnings per mile. . 834 720 Inc.. 114 15.8 
Per cent. of exps... 70.00 62.71 Inc .. 7.29 11.6 
Year ending Sept. 30: 

Boston & Albany «+ $6,762,148 $7,074,758 Dec.. $312,610 4.4 
Expenses.........++ 4,595,046 4,682,994 Dec.. 87,948 1.9 
Net earnings ....... $2,167,102 $2,391,764 Dec.. $224,662 9.4 
Earnings per mile. 21,313 22,298 Dec.. 985 4.4 
Per cent. of exps... 67.95 66.19 Inc.. 1.76 2.7 
Nine months ending Sept. 30: 

1877. 1876, 

Atchison, Topeka & 

Santa Fe........... $1,754,427 $1,758,385 Dec.. $3,958 0.2 
Net earnings....... 835, 895,648 Dec.. 60,199 6.7 
Per cent. of exps... 52. 49.64 Inc.. 2.74 5.5 

Philadelphia & Erie.. 2,168,650 2,409,563 Dec.. 240,913 10.0 
Net earnings ....... 637,830 728,774 Dec.. 90,944 12.5 
Per cent. of exps... 70.58 69.75 Inc. 0.83 1.2 

St. Louis & South- 
eastern.......... See 797,764 788,297 Inc.. 9,467 1.2 
Net earnings ...... 165,631 145,478 Inc.. 20,153 13.9 
Per cent. of exps... 79. 81.54 Dec.. 2.31 2.8 

Southern Minnesota. . 425,624 441,324 Dec.. 15,700 3.6 
Net earnings....... 153,190 127,509 Inc.. 25,681 20.1 
Per cent. of exps... 64.01 71.11 Dec.. 7.10 10.0 
Month of September : 

Philadelphia & Erie.. $322,896 $319,722 Inc. $3,174 1.0 
Net earnings....... 136,610 161,555 Dec.. 24,945 15.4 
Per cent. ot exps... 57.69 49.47 Inc.. 8.22 16.6 

Southern Minnesota.. 123,351 39,086 Inc.. 84,265 215.5 
Net earnings....... 81,667 8,676 Inc.. 172,991 8413 
Per cent. of exps... 33.78 71.77 Dec.. 43.99 56.6 
Second week in October : 

Denver & Rio Grande. Dh. tsatcgeabinte” sckshnchessese 
Week ending Oct. 19: 

Great Western, of Can- 

Puheceel Basiveed $99,734 $96,682 Inc. $3,052 3.2 
Week ending Oct 

Grand Trunk......... $220,920 $193,519 Inc.. $27,401 14.2 
Third week in October : 

Atchison, Topeka & 

Santa Fe............ $78,395 $75,182 Inc.. $3,213 43 

Missouri, Kan & 
eines eccnccnenes.c 69,767 76,183 Dec.. 6,416 8.4 

St. Louis, Iron Mt. & 

thern........... 127,100 111,528 Inc.. 15,572 14.0 


New York State Oanals. 

Receipts from tolls on the New York State canals for the 
ear en Sept. 30 are reported from Albany to have been 
1,044,250.92, against $1,482,652.81 the preceding year, a reduc- 

tion of $438,401.89, or 29.6 cent. The expenses for the year 
are expected to reach $1,200,000. 


Ooal Movement. 


Coal tonnages for the week ending Oct. 20 are reported as 
follows : 


1877. 1876. Inc. or Dec. P. c. 
Anthracite ...........0008 464,599 562,600 Dec.. 98,001 174 
Semi-bituminous......... 82,920 72,737 Inc.. 10,183 14.0 
Bituminous,Pennsylvania 59,028 46,977 Inc.. 12,051 25.6 


A rise in the Ohio River last week took out from Pittsburgh 


& Umatilla.—O. R. Johnson is President and | 


most of which has been waiting some time. 

barges with 581,000 bushels were bound for Cincinnati, 26 

barges with 236,000 bushels for Louisville, and the rest to 

yarious points along the river. . 
The Philadelphia & Reading Company has made a reduction 

= 1 ena per ton in tolls to Port Richmond, to take effect 
ict. 29. 


Grain Movement. 
Receipts and shipments of 
ending Oct. 20 were, in bushe 


oe ot all kinds for the week 
8: 


1877. 1876. Inc. or Dec. P.c. 

Lake ports’ receipts...... 5,101,813 5,352,363 Dec.. 250,550 4.7 
- “shipments... 5,041,757 4,474,484 Inc.. 567,273 12.7 
Atlantic ports’ receipts... 6,095,691 4,059,398 Inc.. 2,036,293 50.1 


Of the lake ports’ shipments, 23 per cent. went by rail this 
week, against 401% in 1876, 264% in 1875, and 6 per cent. in 1874. 

Of the receipts at Atlantic ports, the percentage at each port 
was: New York, 57.1; Montreal, 13.9; Philadelphia, 12.3; Balti- 
more, 9.4; Boston, 5.6; New Orleans, 1.6; Portland, 0.1. 

Receipts and shipments at Chicago for the week ending Oct. 
27 were: 


1877. 1876. ° P. ¢. 
Receipts... ccccerseseccevers 1,453,918 2,073,684 619,771 29.9 
Shipments .......seeeeeeeeeee 1,684,918 2,254,726 569,813 25.2 


The receipts of wheat at Milwaukee for the same week were 
739,684 bushels this year, against 585,220 last, showing an in- 
crease of 151,464 bushels, or 26 per cent. 

THE SCRAP HEAP. 
Railroad Manufactures. 

Hoopes & Townsend, at Philadelphia, report business fairly 
active, with about the usual orders for bolts and cold pressed 
nuts. They have recently filled three separate orders from 
Australia, and have just received another; also an order to go to 
Valparaiso, Chili. They have just finished a large contract for 
bridge-rods and are getting good orders for their ‘‘ Keystone” 
boiler rivets. 

Atkins Brothers, at Pottsville, Pa., last week shipped to Mil- 
waukee, Wis., 600 tons of iron rails, 30 lbs. to the yard, with the 
necessary 8 Hee-wleten, bolts and spikes. 

The Bay State [ron Co., of Boston, which owns a rolling mill 
at South Boston and blast furnaces at Port Henry, N. Y., last 
week called a mecting of its creditors on account of embarrass- 
ment growing out of the death of Samuel Hooper and B. T. Reed, 
two of the largest stockholders, and a heavy outlay for a new 
mil] at South Boston. A statement of the company’s affairs at 
the commencement of the present month showed their total in- 
debtedness to be $501,676, of which $39,714 has since been paid. 
About $310,000 of the indebtedness is in favor of Boston par- 
ties, and $100,000 in favor of parties in New York. The total 
assets, mainly in real estate, buildings and machinery, are ap- 
praised at $1,279,727, and none of the property is mortgaged. 
They have, too, claims for $472,356 against two railroads 
thought to be worth 50 cents on the doullar. A committee of 
five creditors was ogpcinied to consider the question of putting 
the property in the hands of trustees. 

The Kimball Manufacturin 
a number of street cars and 
Railroad in that city. 

The St. Louis Republican reports that the Vulcan Iron Works 
have been scmewhat embarrassed financially, owing to the 
very low prices of rails made by Eastern mills and to some un- 
profitable contracts on hand. The directors have been con- 
ferring with toe principal creditors and stockholders, and it is 
thought that arrangements will be made to postpone payment 
of the most pressing indebtedness and to continue the works 
in operation. The creditors have shown 4 disposition to ac- 
commodate the company, and in any event it is believed that 
all claims can be met. 

The Tennessee Iron & Steel Co., at Chattanooga, Tenn., is 
running its rolling mill on large orders for merchant bar. 

The Aurora (Ind.) Iron & Nail Co. manufactures bar, sheet 
and tank iron, nuts and bolts and nails. The mills are now 
running double turn on plate iron, nuts and nails. 

The Howe Scale Works are to be removed from Brandon to 
Rutland, Vt. 

Barnum, Richardson & Co.’s Stack No. 3, at East Canaan, 
Conn., recently went out of blast after making 9,745 tons of 
iron in a run of 115 weeks. The stack is 32 by 9 feet and uses 
charcoal us fuel. 

In the New York Superior Court last week Samuel W. Torrey 
obtained a judgment for about $24,000 against the Grant Loco- 
motive Works for commission claimed by him on the Russian 
order for locomotives obtained by his assistance. 

The Clinton Bridge Co., at Clinton, Ia., has recently secured 
the contract for a combination truss bridge over the Chicago & 
Northwestern Railway at Elgin, Dl., for the Chicago & Pacific 
road; also several iron and combination highway bridges. 

The Wrought Iron Bridge Co., at Canton, O., has a contract 
for an iron truss bridge, 230 ft. span, over the Genesee River 
near Fowlerville, N. Y¥., at $27.55 per lineal foot. 

The Glasgow Iron Works, near Pottstown, Pa., which have 
been idle tor some time, resumed work this week. 

The New Albany (Ind.) Steam Forge Co. has orders for a 
ergo, lot of car axles and other forgings for the Terre Haute 

ar Co. 

The Cambria Iron Co., at Johnstown, Pa., is making the rails 
for the extension of the Pittsburgh & Castle Shannon road to 
Washington. 


Performance of a Light Locomotive. 

We recently noted the construction of the Lake George & 
Muskegon River Railroad in the pineries of Clare County, 
ae Hazelton & Gerrish, for the purpose of hauling logs 
to the Muskegon River. The following notes give the perform- 
ance of a light locomotive built by Porter, Bell & Co., of Pitts- 
burgh, for the road : 

The road is 744 miles long, gauge 4 ft. 8% in., rails 25 lbs. 
per yard. Heaviest grade 33 ft. per mile and 500 ft. long; 
sharpest curve 300 ft. radius; there is a curve 1,900 ft. radius 
on the 33 ft. grade. The locomotive has 8 by 14 in. cylinders. 
drivers 28 in. diameter, and weighs 84 tons. 

The locomotive regularly hauls trains of 15 cars weighing 
2,500 Ibs. each and carrying 12,000 lbs. each, making the total 
train-load 217,500 Ibs., at a seguiee speed of 11 miles an hour. 
On a special trial it has hauled 15 cars weighing 2,500 Ibs. 
each and carrying 17,3334 lbs. each, making a total train-load 
of 297,500 lbs. The usual number of round trips is 12 per day, 
a daily mileage of 180 miles. The greatest number of round 
trips made in a day of 24 hours has been 14, or 210 miles. The 
— burns when busy four cords of soft pine wood per 

ay. 

On July 28, in 12 hours, the locomotive made six trips with 
train of 15 cars, scaling 150,000 lbs. It is run night and day, 
only stopping 12 hours on Sunday. There are 30 cars in use, 
so that one train can be loaded while the other is making the 
trip. It costs $75 to haul 250,000 ft. of logs, without interest 
or depreciation. The depreciation and interest are two cents 
per thousand. 

Porter, Bell & Co. are now building a second engine for the 
road. The only change suggested by the owners was that this 
second engine should have a larger tank. 


Fast Time, : 
_ On Oct. 24 the Sothern theatrical troupe arranged to play 
in Philadelphia during the day and to return to New York in 





C.., at San Francisco, is making 
ummies for the California Street 





time for the usual reed rformance. A special each way 
over the New York & Philadelphia New Line was arranged for, 


126 barges carrying 1,232,000 bushels (49,280 tons) of coal, ude th 
. By, rg Of this fleet 64 | run to the Berks street station in Philadelphia, 88 miles, in 


This train lett the Jersey City depot at 8:55 a. m., and made the 
| 99% minutes. One stop was made, at Hopewell for water, 

which took about three minutes. The return trip in the after- 
noon, from Philadelphia to Jersey City, was made in 105 
minutes. 


| An Oil Test. 


A simple test for the presence of free acid in machine 
| oils, so the Montan Zeitung for September says, consists in 
| pouring the oil to be tested over a layer of cuprous oxide con- 

tained ina glass. (The ash of the coppersmith answers the 
purpose, since it contains this oxide). If the oil contains 
| either free, fatty or resinous acid, the same will attack the 
| oxide and color the oil greenin a very short time. Slightly 
| heating accelerates the action, which manifests itself in less 
than halfan hour. This test is said to be very delicate and 
more satisfactory than any hasty test heretofore devised. 


Religion for Railroad Men. 

The conyention of the Railroad Branch of the Young Men’s 
Christian Association met in Cleveland, 0., Oct. 25, and was 
opened by religious exercises. The first work of the conven- 
tion was to effect a permanent organization, which was com- 
pleted by electing the following officers : President, W. R. Da- 
pe er. Erie, Pa. ; Vice-Presidents, H. W. Stager, Lake Shore 
& Michigan Southern ; Orlando Smith, Columbus & Hocking 
Valley ; James Mc rome, Canada Southern: L. U. Stow, Flint 
& Pere Marquette ; G. W. Parker, Vandalia Line ; Secretaries, 
T. B. Patton, Altoona, and H. B. Thompson, Pittsburgh. The 
rest of the session was devoted to hearing short reports of the 
progress of Christian work on the railroads in various sections 
of the country. 

At the evening session the delegates were welcomed to 
Cleveland in several addresses; Mr. Davenport made an ad- 
dress and the meeting closed with devotional exercises. 

On the second day three sessions were held and a great 
many addresses were made referring to the work already done; 
giving advice and encouragement to workers and urging the 
great importance of the work to be done. The addresses were 
generally short, earnest and pointed, and the meetings were 
very lively and interesting. Reference was made by several 
speakers to the practice of running trains on Sunday. 

On the third day a number of topics relating to the work 
were discussed according to the programme previously laid 
down. The evening session closed with a Peo meeting, in 
which a great deal of interest was manifested. On Sunday 
many of the delegates took part in Dg ved meetings and other 
religious exercises in Cleveland and vicinity. The whole pro- 
ceedings are described as very interesting, and much g is 
expected to result from the convention. 


A Dangerous Ride. 

On Sundsy last, Conductor H. G. Farley brought through the 
largest train of the season. He had thirty cars loaded with 
lumber, threshing machines, stock and merchandise, and two 
car-loads of nitro glycerine bound for the Canadian Pacific. 
The prairie fires between Glyndon and Crookston were hot 
enough to heat the windows in the passenger coaches. A close 
call for the condensed essence of thunder and lightning on 
board, which being packed in refrigerator cars passed-safely 
through the fiery trial.—Crookston ( Minn.) Journal. 


Rapid Erection of a Bridge. 

The Detroit Bridge and Iron Works have just completed for 
the Detroit & Milwaukee Railroad an iron bridge to cross Grand 
River at Grand Rapids, Mich. The bridge replaces a wooden 
through Burr truss built about 19 years ago, and is an over-grade 
deck bridge consisting of five spans of about 100 feet each and or 
two approach spans of about 62 feet each. Extreme length 
from end to end, 626 feet. The girders are built of plate, 
angle, and T ironand were riveted up complete at the Bridge 
Company’s shops in Detroit. They were transported to the 
bridge site, a distance of 160 miles, by special trains. Each 

irder is 100 feet long by 10 feet deep and weighs about 20 tons. 

hey were shipped upright, each girder requiring three cars, 
_ were so arranged as to pass the sharpest curves with fa- 
cility. 

The grade over the new bridge was made six fect higher 
than over the old one, thus making the bottom flange about 14 
inches lower than the ends of ihe posts of the old trusses. 
Tbe last train crossed the old bridge about seven o’clock Sat- 
urday evening, Oct. 27,and the work of removing the old 
bridge and raising the grade on the approaches was com- 
menced immediately. The erection of the new structure was 
commenced at daybreak Sunday morning. The girders were 
blocked up on the piers inside the trusses, and after the re- 
moval of the floor of the wooden bridge were lowered about 
five feet to their places on the piers, and the lateral and sway- 
brace systems put in place and riveted. The trackmen followed 
the bridgemen very closely, laying ties and rails. The railroad 
company and the bridge company worked together, the former 
removing the old bridge and raising the grade and the latter 
erecting the new structure. The plans of the Engineer of the 
railroad company were very complete and were ably executed 
by his subordinates. The work was completed without acci- 
dent and the first train crossed on Monday at five o’clock p. m., 
34 hours after the removal of the old bridge was begun. 
British Rail Exports. 

The Board of Trade reports exports of railroad iron of all 
kinds in September amounting to 39,485 tons this year, against 
46,912 last. There were no exports to the United States this 

ear, and but 34 tons last. For the nine months ending with 
eptember the exports to the United States were 2,514 tons 
this year, against 194 last; and the exports to all countries 
363,113 tons this year and 321,145 last. 
The chief customers this year have been: 


Pia naceccsshans 66,780 tons. | Sweden and Norway.. 49,005 tons. 
Australia ............ 57,877 “ British North America 30,610 « 
British India........ 57,411 “ Pantha, cccoeséeccace 21,084 “ 





More than 40 per cent. of the whole was shipped to countries 
in the British Empire. The total would have laid 4,126 miles 
of road with 56 Ibs. rails. 


Steam Street Oars. 
A steam car or dummy has begun to run on the street rail- 
road from Oakland, Cal., to the State University at Berkeley. 


The Slip of Locomotive Driving-Wheels. 

M. Rabeuf recently communicated to the French Academy of 
Sciences the following note of his observations on this subject, 
which is translated from the Annales du Genie Civil: 

‘* Railroad engineers are familiar with the phenomenon of the 
: | > of locomotive driving-wheels. It is generally consid- 
ered as accidental, and as existing only when She co-efficient of 
friction of the wheels on the rails, or the ‘ adhesion,’ falls be- 
low the normal limit on which is based the calculation of the 
load which these locomotives should haul. 

“The testing of a locomotive, intended for high speed, deliv- 
ered to the ‘Compagnie du Chemin de fer du Nord,’ by the 
‘ Alsacian Company for the Construction of Locomotives,’ de- 
veloped certain facts which seem to show that the slip is a 
a much more general and complex than has been 
supposed. 

** This locomotive had coupled driving-wheels, 6 ft. 10 in. in 
diameter, and the adherent weight borne by these wheels was 
about 26% tons. The weather was fine and dry ; the grade of 
the road was 1 in 200. The throttle was wide open; the effect- 
ive pressure in the boiler was about 121 lbs. to the square inch. 
Under these conditions the locomotive, which was alone, at- 
tained a speed on the down grade of 744 miles an hour, corre- 
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paper to 803 revolutions of the ee minute. Now, 
e registered number of revolutions was 360, corresponding to 
oy amps of 88.8 miles an hour. The slip, then, appeared to be 
1 r cent. 

PSurprised at these results, the writer repeated the same 
observations on a certain number of locomotives of different 
types, comparing the speed with the revolutions of the drivers. 
it was generally found that the slip was but slight while on an 
up grade, and was, on the contrary, very a) t on a down 
grade. It increased rapidly with the speed, bat always was 
the greatest when the rate was the same on down grades. 

“Ranging from 13 to 25 per cent. on the latter, the mean 
was found to be about 20 per cent. 

‘Its suppression, if possible, would effect a corresponding 
saving in fuel and in wear and tear of ties. To know the 
cause of this singular phenomenon must be a matter of in- 
terest.” 








OLD AND NEW ROADS. 


Ashtabula, Youngstown & Pitisburgh. 

Since its completion this road has been worked by the Penn- 
sylvania Company under a contract by which that company 
agreed to pay the net earnings as rental and to guarantee the 
interest on the bonds until Jan. 1, 1877, after which it was ex- 

ected that the net earnings would provide for the interest. 

he net earnings since Jan. 1, however, have not been suffi- 
cient, and default was made on the coupons due Oct. 1, al- 
though it is said that the road earned =e to pay at the 
rate of 5 percent. A meeting of the bondholders was held in 
Philadelphia, Oct. 26, when, after an informal discussion, a 
committee was appointed to examine the affairs of the com- 
pany, and to see what can be done. 

The road is 62.6 miles long, from Youngstown, O., to Ashta- 
bula, and has a bonded debt of $1,500,000 first-mortgage 7 per 
cent. gold bonds, and $400,000 second-mortgage income 7 fo 
cent. currency bonds. The net earnings reported for 1876 
ire $87,642.79, or over $45,000 less than the interest on the 

cbt. 


Ashley River. 

Recently the South Carolina Railroad Company obtained a 
temporary injunction to restrain this road from crossing over 
its tracks. Argument was heard at Orangeburg, 8. C., Oct. 23, 
on the question of continuing the injunction, and the Court 


decided that it should remain in force until the Ashley River | $300 


Company should comply with the law of 1868, and give the 
South Carolina Company 30 days’ notice of its intention to make 
the crossing. 


‘Atchison, Topeka & Santa Fe. 


The Treasurer’s report for September and the nine months 
ending Sept. 30 is as follows : 











September Nine months. 

Beppe sc. - secesesds -csvcciee: cone $200,890 31 $1,161,777 44 
PAGBOTE . 06.000.000062e> a6anessasaad 67,194 75 528,279 06 
GRRE. GENRE CEO «000.00 005-0n'shcnn ses 6,956 77 64,370 66 
Doteh ccc ccccocccccssccscensece $275,041 83 $1,754,427 16 
BEEPOMBOB. 0000ccccve cocsccccscoccces 103,639 65 918,969 39 
Net earnings............-.e00s. $171,402 18 $835,457 77 

Per cent. of expenses............e00. 37.68 52.38 


Compared with 1876, September shows an increase of 3.6 per 
cent. in gross and 6.5 per cent. in net earnings on 741 miles, 
against 711 miles last year; the nine months a decrease of 0.2 
per cent. in gross and 6.7 per cent. in net earnings on an aver- 
age of 717.67 miles in 1877, and 692 miles in 1876. 


Baggagemen’s Mutual Aid & Benefit Association. * 

The annual convention was held in St. Louis, Oct. 23, del- 
egates from a number of roads being present. The Associa- 
tion was reported in good condition and the usual routine 
business transacted. Columbus, Obio, was selected as the 
place for the next yearly meeting. 


Boston & South Shore. 

At a meeting held in Boston, Oct. 22, a committee was ap- 
pointed to solicit subscriptions for a narrow-gauge road from 
Boston through Quincy, Weymouth, Hingham, Hull, Cohasset, 
Scituate and Marshfield to Duxbury, about 38 miles. There is 
already a line through those towns, une-half of which does not 
earn its expenses, so that the prospect fora new road is not 
encouraging. The present movement doubtless grows out of 
some local ill feeling towards the Old Colony Company, which 
controls the existing line. 


Oar Accountants’ Meeting. 

At a meeting of railroad auditors and car accountants in 
Nashville, Tenn., Oct. 30, resolutions were passed recommend- 
ing the general ee of Mr. Davies’ system of —s 

eage of cars; also that the time for such — Dec 
1 as far as practicable, and Jan. 1 at the latest. . Curd, of 
the Louisville & Nashville, was appointed Referee until Dec. 5, 
when a meeting will be held in Buffalo, N. Y., to complete the 
arrangements, and the roads entering into the agreement will 
submit the necessary charts, distance tables, etc. 

Mr. Davies’ system has heretotore been fully set forth in our 
columns. Its chief features are the designation of stations by 
numbers showing their distance from the eastern or northern 
terminus of the road, and the transmission of daily reports 
showing the movement of all cars, to be sent to the companies 
owning the cars. 


Oentral Vermont. : 

The Vermont Supreme Court on Oct. 30 gave its decision on 
the petition of the Central Vermont Yar! for leave to sell 
the Vermont Central and the Vermont & Canada roads as trus- 
tee, and to buy them as a corporation. The opinion was deliv- 
ered.by Judge Barrett, who said that all the judges concurred. 
The case has been pending since January, 1861; it now comes 
up on appeal from the pro forma decision of the Chancellor 
and this is the first time it has been before the Supreme Court. 
The petition of the Central Vermont Company to sell both 
roads and equipments to liquidate the debts accruing under the 

eiver’s management,is brought upon the assumption that the 
Central Vermont Company is Receiver of both roads in succession 
to the former trustees. The question is, whether upon the 
law and the evidence, the petition should be allowed. The 
decision then goes into a long and exhaustive statement of the 
case, a review of the position of the companies, and of the 
numerous interlocutory decrees of the Chan Court. In 
summing up the Court states that it has been decided to deny 
the prayer of the petitioner for leave to sell the roads, on the 
ground that no power rests in the Court to order such sale on 
the present form of application. The Court also decides that 
the decree of 1864 changed the character of the receivership 
from that established by the decree of 1861 to a receivership 
constituted under an agreement of all parties, and whatever 
has been done under the various decrees of the Chancery Court 
since that date is held as having been done with the consent 
and approbation of the parties themselves, and all the ies 
were in subjection to it. The full decision will be published 
soon. 


Oentral, of New Jersey. 
It is announced that the stockholders’ and bondholders’ 


committees have completed a plan of reorganization which 
has been submitted to the board of directors. An attempt is 


to be made to keep the plan secret until a majority or at least 
ar table proportion of the security hol have agreed 
toit, but that can hardly be done where it must necessarily 


known to so many persons. 


It is reported from Philadelphia that the includes the 
extension of the floating debt until 1880, both principal and 
interest to be paid in twelve equal installments. Holders of 
all except the first-mortgage bonds are to receive two years’ 
interest in preferred stock; stockholders to pay an assessment 
of $10 per share, in return for which 10 per cent. of their 
holdings will be made preferred stock. The lease of the Le- 
high & Susquehanna road is to be retained. 


Oentral Pacific. 

On the loop ne from Oakland to Bantas track is now laid to 
Martinez, Cal., about 30 miles from Oakland. Some work is 
still to be done in riprapping the face of the fills along the 
shore of the straits near Martinez, which are exposed to wash 
from storms. No trains are run over this line yet and probably 
will not be until this work is done. 


Central Saratoga. 

A company by this name has filed articles of incorporation 
to build a rai from Schenectady, N. Y., northward to 
Saratoga Springs. The distance is about 25 miles, and the 
capital stock is fixed at $500,000. The organization is in the 
interest of the New York Central, as 1s indicated by the nawes 
of the corporators. They are William H. Van ilt, Cornelius* 
Vanderbilt, William K. Vanderbilt, Frederick W. Vanderbilt, 
Augustus Schell, Samuel F. Barker, Chauncey M. Depew, James 
H. Rutter, John M. Toucey, Edwin D. Worcester, Charles H. 
Fisher, James Tillinghast and DeWitt Tuthill. 


Ocntral, of Iowa. 

Mr. J. M. Fisher, the Commissioner ~ ys by the United 
States Circuit Court, has been visiting New England and New 
York for the purpose of obtaining the assent of bondholders to 
the plan of reorganization which they mony peels out of the 
three submitted to the Court. It is stated that only one bond- 
holder has yet approved the Hatch plan; holders of about 
$400,000 have voted for the Cowdrey plan, while over $2,000,000 
have been voted in favor of that presented by the New York 
and Boston committee. 


Chicago, Burlington & Quincy. 

This company has put on the London market $700,000 of the 
issue of $2,500,000 5 per cent. bonds secured by the deposit of 
first-mortgage 7 per cents of the St. Louis, Rock Island & Cni- 
cago Railroad. The advertised price of the issue was 89. 
About $1,550,000 of this issue has been sold in this country, and 
,000 is reserved for future necessities in improving the 
road. The bonds were issued to cover not only the cost of 
the road as purchased for the purchasing bondholders, but 
also the expense of putting it in order, which must have been 
considerable, as the road and rolling stock were in very bad 
“— when bought. 

e road is now crowded with business, every available car 
is pressed into service, and still there are complaints of an ac- 
= of freight at many stations, waiting its turn to be 
carri 


Ohicago & Iowa, 


Receiver Holcomb reports earnings and expenses in August 


as follows: 

1877. 1876. Inc. or Dec. P.c. 
Earnings... $38,313 43 $33,388 91 Inc .. $4,924 52 14,7 
Expenses.... 12,250 16 22,845 93 Dec.. 10,595 77 46.4 








Net carnings..... $26,063 27 $10,542 98 Inc..$15,520 29 149.3 
The decrease in expenses was largely for service, etc., there 
being but little in repairs. 
A considerable portion of the track has been or is being re- 
newed with steel. 


Chicago & Northwestern. 
The company publishes the following statement for the first 
four months of its current fiscal year: 





SIA 00 5.0 060006 800000 00000000000080s000s000000000008 “00s $996,517 13 

SALY.. 002 coccoce 02 cacceceede da.c6n00%e on0ed pageseanaasens 1,008,590 

A Ron cercecenccse nvcssede cesececesoceccoccesscconces 1,222,330 67 

Ec tacch 204 daeecs pbaceeeseste 0666 sb8.Go00005 1,695,441 56 
Gross earnings, four months .............0.eeeeeeee $4,922,879 71 

Operatiug expenses, taxes and all fixed charges ......... 4,150,081 86 
Wet alamce....ccccccccccccccccccccccesccccese ccces $772,797 85 

Net balance, same time last year............-+-++seeeeee $24,645 61 
Increase (138.0 per CeMt.) ......seeeeeeeseeeseeeececs $448,152 24 


This net balance for four months (during two of which busi- 
ness pane poor) was equivalent to 3.6 per cent. on the preferred 
stoc 

The statement includes the proprietary roads as well as the 
Chicago & Northwestern proper. 


Chicago & Southern. 

Two propositions have been made through the Receiver to 
the Court to lease this road, which has not been operated for 
some time. Mr. H. A. Rust offers to lease the road ior a year, 
put itin good repair and run daily trains. Mr. J. B. Brown 
offers to do the same, and in addition to pay $10,000 per year 
as rent. Both applications were adjourned by the Court to 
Oct. 29, for further consideration. 


Ohinese Railroad. 

Tel phic advices from China state that the short narrow- 
gauge ine from Woosung to Shanghai has been seized by 
the Government, which has stop all trains over the line. 
Much was hoped for from this road, ag, though not important 
in itself, it was looked upon as an entering wedge to open the 
way for the introduction of railroads into the country. The 
Government bought the road before taking possession, and it 
is reported thatthe rails and rolling stock will be taken to 
the island of Formosa, where the Government itself purposes 
to build a road. 


Cincinnati, Lafayette & Chicago. 

It is reported that Mr. Adams Earl has bought the entire in- 
terest of Mr. M. Fowler in this road. This, we believe, will 
give Mr. Earl absolute control of the company. 


Columbus, Chi & Indiana Oentral. 
The Trustees and Receivers announce that they will pay on 
resentation at the office of A. Iselin & Co., No. 48 Wall street, 


ew York, the coupons due May 1 on Columbus & Indianapolis 
Central second-mortgage bonds; the coupons due Aug. 1 on 
Toledo, Logansport & Burlington first-mortgage 7 per cent. and 
income 6 per cent. bonds. 


Danville, Hazleton & Wilkesbarre. 

A suit in equity has been in the Philadelphia Court of 
Common Pleas by Simon P. , for himself and such other 
bond and stockholders as may join with him, the object bein 
to settle certain questions pending between the company an 
the Pennsylvania Railroad Company, and to determine the 
rights of those interested in Oo A further object is 
to stay the proposed exchange of Danville, Hazleton & Wilkes- 
barre first-mortgage bonds for 45 per cent. of their face in new 
— cent. first-mortgage bonds, and 50 per cent. in income 

8. 


Dividends. 


Dividends have been declared as follows: 
New York, Providence & Boston, 24% per cent., quarterly, 





payable Nov. 10. 
Boston & Albany, 4 per cent., semi-annual, — Nov. 15. 
Concord, 5 per cent., semi-annual, payable -1, 





— & Providence, 3 per cent., semi-annual, payable Nov. 


" ol & Lawrence, 5 per cent., semi-annual, payable 
ov. 1. 
Cedar Rapids & Missouri River (leased to Chicago & North- 
western), 1 per cent., quarterly, payable Nov. 1. 
Boston, Concord & Montreal, 3 per cent., semi-annual, on 
the preferred stock, payable Nov..19. 
—a Palace Car Co., 2 per cent., quarterly, payable 
ev. 15. 
Nashua & Lowell, 2 per cent., semi-annu.l, payable Nov, 1. 
Wilton (leased to Nashua & Lowell), 3 per cent., semi-annu- 
al, payable Nov. 1. 


Erie. 
Announcement is made that on the 30th of September, 


bonds had been deposited with the Reorganization Commit- 
tee as follows: 





Total 
First consolidated....... $15,032,000 16,533,714 
o_o Sat Bt Spent aetgiks 10,259, 14,400,000 
Gold convertibie.........-.......... 6,670,000 10,000,000 
Meese =i ice bed pete! $31,961,000 $40,933,714 


Assessments bad then been paid on 372,475 shares, amount- 
ing to $1,491,825. The statement is made that “ the large 
amount of first-mortgage consolidated bonds now placed in 
the control of the trustees under the reconstruction scheme 
insures the power to foreclose on the railroad, which will com- 
pel = holders of inferior securities to assent to the terms of 
the scheme.” 


Foreclosure Sales. 

The personal property of the South Mountain Railroad Com- 
pany was sold recently by the Sheriff of Lebanon County, Pa., 
for $545. The franchises and other property will be sold Nov. 3. 

The sale of the New York & Oswego Midland road is now ap- 
pointed to take place at Middletown, N. Y., Jan. 11, 1878. 


Gilbert Elevated. 

Work is now rapidly proceations on the foundations and col- 
umns for this road in the lower part of New York. Good pro- 
gress has been made in West Broadway, Worth and Canal 
streets and South Fifth avenue. Below Broome street piles 
have to be driven to support the foundations, owing to the un- 
certain nature of the ground, but above that poiut a gravel 
bed is found, which affords a good foundation. 


Hannibal & 8t. Jossph. 

A dispatch from Jefferson City, Mo., Oct. 27, says: “The 
Supreme Court has granted an appeal in the Hannibal & St. 
Joseph Railroad case. Subsequently the board of directors 
held a meeting and accepted the resignation of President Rich- 
ardson, Vice-President Acker will act in his place until the 
annual election next month. The also passed a resolu- 
tion pepe | the old employes of the road to the positions 
they held before the appointment of the Receiver. Steps are 
to be taken to pay the note to Jay Gould’s financial agent, 
Frank Work, when it becomes due.’ 

Later dispatches report that proceedings in another form are 
to be begun to secure a change of management. 


Harrodsburg & Southwestern. 


This company has come to an agreement with the Cincinnati 
Southern, and that company will put in the necessary sidings 
at the junction of the two roads, and will also build a depot 
and provide all the freight cars needed. The Harrodsburg 
Company wil operate its own road, and has already bought an 
ome and yosstnes train and es to build a depot at Har- 

burg. e track is ali laid and trains will begin to run as 
soon as the engine and cars are received. The new road is 10 
miles long, from Harrodsburg, Ky. to a junction with the Cin- 
cinnati Southern, near Burgin. It has been built entirely with 
local subscriptions. 


Indianapolis, Bloomington & Western. 

Mr. H. C. Stimson and Receiver Wright have prepared and 
submitted a new plan of reorganization, which provides for the 
continuance of the present Main Line and the Western Exten- 
sion as one road. Both properties are to be purchased by a new 
coos , Which is to issue $5,000,000 first-mortgage bonds, 
$5,000,000 income bonds or preterred stock and $2,645,000 com- 
mon stock, to be divided as follows : 

Amountof New first /Vreferred Common 





To holders of present bds. mtg. bds. stock. stock. 
Danville, Urbana, Bloom- 
ington & Pekin first 
mo Doves poncacece $2,000,000 $1,400,000 $609,000 .......... 
Ind., Bloom. & Western 
Tr T 3,000,000 1,500,000 1,600,000 .......... 
Western Extension b’ds. 5,410,000 1,400000 2,600,000 .......... 
Claims ailowed by Court. 70u,000 WEED sesctsbsoe seesaends 
Ind., Bloom. & Western 
BOCONGS.....0500-e00-++ 1,500,000 .......05- 300,000 = $375,000 
Floating debt claims.... 3,000,000 .......... o0ess0ee 750,000 
senior satecesas TE. teahnestsn: sacareiee 1,520,000 
Sivccnescesscene $23,300,000 $5,000,000 $5,000,000 $2,645,000 


Judging from their past action this plan is now es to meet 
with any favor whatever from the Main Line bondholders, who 
have heretofore opposed any plan including the Extension. 


Indianapolis, Oincinnati & Lafayette. 
Receiver Ingalls’ account for September is as follows : 

Balance trom August account....... 6.0... eecceeeeeeeeee $25,967 70 

Cash receipts for the month..............cc00 «0 sence 184,183 70 


ot: ja vecsodeséee 
Disbursements on all accounts... . 


eee mee eeeeeseeeeeee 


Balance to October account.... 2.2... 6.66 ecceeeeceers $16,818 81 
The disbursements were $9,148.89 m excess of the receipts. 


Intercolonial, 

The long pending case of F. X. Berlinguet and others against 
the Queen has been finally decided by the Quebec Court of Ex- 
chequer. The suit was brought to recover $523,000 claimed by 
petitioners for extra work and damages on contracts held by 
them for sections 3 and 6, about 45 miles in all, on the Inter- 
colonial Railway. The claim was based on alleged changes in 
the plans of the work and the requirements of the engineers, 
and on loss on monthly estimates resulting from careless 


-under-measurement by the engineers. In its final decision the 


Court finds that the petitioners abandoned their contracts, 

leaving the work to be finished by the Government ; that they 

are in — entitled to receive only $32,872, and were indebt- 

ed, on the other hand, in a sum of $159,982.57, with costs, to the 

Government, and, but for the forbearance of the Crown in not 

— for the stipulated weekly penalty of $2,000, would 
ave owed the still larger additional sum of $216,000. 


Kent Oounty. 

The Maryland Court has finally decided to confirm the sale 
of this road under foreclosure to the trustees on Feb. 15 last. 
A great deal of evidence was taken in the case, both on behalf 
of the trustees, and of the bondholders who objected to the 
confirmation of the sale. 


Kansas Pacific. 
Mr. Adolphus Meier, Trustee under the first mortgage (land 
os, has issued a circular with some statements of the con- 
tion of the trust. The unsold lands covered 
are about 2,084,925 acres, of which, however, 106,800 acres are 
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in dispute. The following figures show the operations of the 

trust this year: 

Sales this year to Aug. 31, 56,438 acres for............+s..000- $188,737 
Sad o = “ 18 town-lots for. eo 410 






Bonds received on account of sales....... 36,250 
Cash on hand Oct. 9, 1877........sseeeesseeeeese -- 10,808 
Obligations for land sold on hand Sept. 1, 1877............... 508,024 
Cash paid on account of interest due Jan. 1, 1877............. 40,412 
Bonds outstanding Oct. 9, 1877........-.c0ee cece eee eee cee ee ed 655,250 
Bonds redeemed in all. .......ccccccccsccccccscccscvescceceee 344,750 


Mr. Meier has not received sufficient cash to pay the coupons 
due July 1, 1877. He says further: ‘ The liquidation of the 
bonds secured by the mortgage of March 1, 1866, is now about 
complete, requiring about $5.00 more, after which the greater 

ortion of ait payments on account of land sales will be for the 
enefit of this trust, and I anticipate mnch larger receipts in 
consequence. : 

“The collections have been slow, many previous sales have 
been cancelled on account of buyers not meeting deferred pay- 
ments, and though by such forfeiture the company takes back 
the land and does not lose by it, as the first — is collected 
and the lands sell at better prices now, still it lessens the cash 
receipts for the present. The bonds being receivable at par 
with accrued interest for cash land sales, in accordance with 
the terms of the mortgage, is the cause of nearly all payments 
for such sales being made in same, as these are at a considerable 
discount.” 


Lake Shore & Michigan Southern. 

Notice 1s given thatthe Michigan Southern & Northern In- 
diana second-mortgage bonds, the principal of which became 
due Nov. 1, will be paid on presentation at the office of Chase, 
Atkins & Co., No. 18 Broad street, New York. 


Lehigh Valley. 

This company has begun work on a short branch (about 
three miles) from the Lost Creek breaker, near Shenandoah, 
Pa., west by south to Girardville. It will be known as the Lost 
Creek Branch, and will probably be hereafter extended to Ash- 
land, two miles beyond Girardville. 


Lehigh Ooal & Navigation. 

A conference was held in Philadelphia, Oct. 29, between the 
Finance Committee of this qoengnny and a large number of the 
holders of the $762,000 debenture bonds which become due 
Dec. 10. It resulted in a proposition from the holders to ac 
cept one-third of the amount in the company’s 7 per cent. con- 
solidated bonds, and to make the other two-thirds payable in 
four equal installments, in two, three, four and five years from 
date of maturity. 


Ligonier Valley. 

The contractors, Mellon Brothers, of Pittsburgh, are pro- 

essing well with the construction of this road, and have 
Coan to lay the rails. The people along the line have sub- 
scribed a considerable amount, payable chiefly in ties and 
labor. The road is to run from Latrobe, Pa., on_the Penn- 
sylvania road, southeast 10 miles to Ligonier, and is owned 
by the contractors. 


Louisburg. 

The last rail of this road was laid Oct. 23, and trains began 
to run over the line the next day. The road, which has been 
under construction for some time, runs from Sydney on the 
island of Cape Breton east by south to Louisburg, about 21 
miles. It has been built chiefly to carry coal to the port of 
Louisburg, and is, we believe, owned by parties engaged in the 
coal business in Cape Breton. The mines about Sydney yield 
a very good bituminous coal, which is already mined in consid- 
erable quantities. Louisburg has a good harbor and is one of 
the oldest towns in America; it was an important military post 
in the French and Indian war, having been captured in 1758 
only after long siege by the English colonial troops. 


Louisville, Cincinnati & Lexington. 

In Louisville, Ky., Oct. 26, the Court of Chancery directed 
the entry of an order confirming the recent sale of this road. 
The Commissioner of the Court was directed to make a deed of 

urchase to the company, and Receiver McLeod wes directed 
fo turn ov-r the road on demand of the purchaser. He is re- 
tained in office, however, until he is able to settle all accounts, 
defend any litigation against him, and prosecute any suits 
heretofore entered by him. The Court reserves the right to 
take charge of the road again if the purchaser fails to comply 
with the terms of purchase. The new company is also re- 

uired to give security for its performance of the conditions of 
the sale. 


Manchester & Keene. 

Recently work has been resumed on this road and a consid- 
erable force is employed between Greenfield, N. H., and Han- 
cock. The subsidy voted by the town of Hancock lapses if the 
road is not completed to that place by Jan. 1, 1878. 

Two of the directors of the company, Henry Colony and Sam- 
uel W. Hale, were arrested in Boston Oct. 26, on a suit of the 
estate of Thomas P. Richardson for labor and materials fur- 
nished. Both were released on giving security. The case is 
one of much importance, involving the question of individual 
responsibility for the debts of a corporation. 


Meetings. 

Meetings will be held as follows: 

Baltimore & Ohio, annual meeting, at Camden Station, Bal- 
timore, Nov. 19, at 10 a.m. Transfer books will be closed from 
Nov. 5 to Nov. 20. 

Erie, at the office, No. 189 West street, New York, Nov. 27, at 
10a.m. Transfer books are closed from Oct. 27 to Nov. 28. 


Minnesota Midland. 

Track on this road has been laid from Wabasha, Minn., west- 
ward up the Zumbro River, 10 miles; two engines and several 
cars are on the road. Work is being pushed forward and the 
company hopes to have the road running this year to Zum- 
brota, 35 miles from Wabasha. 

Michigan Air Line. 

It is reported that the Grand Trunk has bought this line, 
from Ridgeway, Mich., west by south to Shelby, 21 miles, and 
has arranged to extend it some 20 miles further, to Pontiac. 
This purchase has been before reported and coatradicted. 


Montclair & Greenwood Lake. 

A number of the bondholders met with the trustees under 
the first mortgage in New York, Oct. 25, to discuss the question 
of cor nes. the mortgage. After much discussion the meet- 
ing adjourned without taking any action, but witn the under- 
standing that the trustees should shortly call a meeting of all 
the parties in interest to discuss the questions involved. 

Mr. Wm. O. McDowell has addressed to the trustees a pro- 
test against foreclosure, on the ground that the April interest 
was paid except on a few coupons not presented and that a ma- 
jority of the bonds are held as security for notes not yet due, 
and not by purchase. 


New York Elevated. 


This company has this week put a force of 150 men at work 
on the foundations for the columns which are to carry the sec- 
ond track along Ninth avenue in New York. 


Ogdensburg & Lake Ohamplain. 

Notice is given that holders of the equipment bonds can ex- 
ehange them for the new 6 per cent. mortgage bonds, retaining 
their coupons, thereby giving them the benefit of the 8 per 
cont. interest until the maturity of the bonds now held by 


them, corresponding coupons being detached from the new 
bonds, provided they present them for exchange before the 
new bonds are all sold. 

The new issue is for $600,000, payable in 20 years, with 6 per 
cent. interest. Of this issue $500,000 are to be used to pay off 
the equal amount of equipment bonds, half of which are due in 
January, 1878, the rest in 1879. The remaining $100,000 are to 
pay the expenses of recovering the road from the Central Ver- 
mont, and to provide new equipment. The equipment bonds 
are the only funded debt of the company, so that the new bonds 
will be a first mortgage on the property. 


Pennsylvania. 

President Seott is reported as saying, with reference to ru- 
mors current respecting the purchase of the Empire Line, that 
no agreement has been made by which the Standard Oil Com- 
pany is to be allowed a rebate of 50 cents on each barrel of oil 
carried. No drawback is to be permitted in favor of the 
Standard, or any other oil company, and the recent purchase 
will not affect in any way the established rules of the Pennsyl- 
vania Railroad ‘ ompany as to transportation rates. Mr. Scott 
further said that there was no truth in the report that all re- 
fineries not owned by the Standard Oil Company would be com- 
‘pelled to pay that company a royalty of 50 cents per barrel on 
oil shipped to New Youk or Philadelphia. He also denied the 
report that the Standard Company had advanced money to the 
Pennsylvania to complete the purchase. 

The official statement for September and the nine months 
ending Sept. 30 is as follows: 

On all lines east of Pittsburgh and Erie the traffic for Sep- 
tember of this year, as compared with the same month last 
year, shows a decrease in gross earnings of $863,585, a decrease 
im expenses of $177,627, and a decrease in net earnings of 
$685,958. It will be remembered that the revenues of the com- 

any from the Centennial traffic in September, October and 
November of last year were unusually large. For the nine 
months of this year ending Sept. 30, as compared with the 
same period in 1876, the gross earnings show a decrease of 
$4,332,576, the expenses a decrease of $2,806,610, and the net 
earnings a decrease of $1,525,966. All lines west of Pittsburgh 
show a decrease in net earnings for nine months, as compared 
with 1876, of $718,371, being $248,460 less than the decrease 
stood on the 31st of August. 

Philadelphia dispatches state that at the meeting of the 
board held Oct. 31 it was decided that it was not expedient to 
declare the usual quarterly dividend. This is the second divi- 
dend passed by the company. 


Pittsburgh & Lake Erie. 


Contractor McGrann has let the following sub-contracts for 
grading, the sections being about one mile each: Sections 5, 6 
and 7, Mr. Joyce, Pittsburgh; sections 10 and 11, Donahue & 
Shields, Flemington, N. J.; sections 12 and 13, Mr. Barry, Lan- 
caster, Pa.; section 14, Mr. Robb, Wheeling, W. Va.; sections 
15 and 16, Mr. Lee, Pittsburgh; sections 17 and 18, Martin 
Easton, Pittsburgh; sections 22 and 23, Mr. Cogan, Philadel- 
phia; sections 26, 27, 28 and 29, Mr. Cafferty, Philadelphia; 
section 30, M. Farrell, Lancaster, Pa.; section 31, J. Maloy, 
Philadelphia; sections 32 and 33, Wm. Kearns, Reading, Pa.; 
seciions 35, 36 and 37, Mr. Pendible, Lock Haven, Pa.; sections 
38, 39 and 40, M. Sweeny, Pittsburgh; sections 41 and 42, H. 
Harman, Reading, Pa.; sections 44, 45 and 46, Kelly & Mclad- 
den, Philadelphia; sections 51, 52 and 58, Mr. Cummings, Pitts- 
burgh; sections 54, 55 and 56, Lee & McCormick, Easton, Pa.; 
sections 59, 60, 61 and 62, Reel & Riley, Easton, Pa. 

There has been no further lrouble reported between this 
company and the Pennsylvania Company as to the crossing at 
Mahoningtown, the officers of both companies having agreed 
to arrange the matter between them, or, if an agreement is 
found to be impossible, to leave it to be determined by the 
courts. 

Portland & Ogdensburg. 

The attempt of the preferred first-mortgage bondholders to 
enforce their lien upon the Vermont Division may lead to ex- 
tended litigation. The preferred bonds were issued to procure 
money to complete the road, but it is stated that holders of 
nearly $500,000 of the ordinary first-mortgage bonds did not give 
their consent to the creation of the preferred lien, and it is 
ey ra that some of them may now contest the validity of 
that lien. 


Port Royal. 

Before the United States Circuit Court in Charleston, Oct. 23, 
yo beaten was had on an application to dismins a previous 
order suspending all the pee of the Receiver in regard to 
the sale of the mortgaged pruperty. The motion to dismiss 
was supported by counsel for the Union Trust Company, trus- 
tee, and was opposed by counsel for certain bondholders. In 
behalf of the latter anapplication was made for an order for a 
referee to call upon all the bondholders to produce and prove 
their bonds, and to inquire and report upon what terms and 
conditions the eale of the ruad should be made, modifying in 
these respects the former decree entered in the case. The 
Court reserved its decision. 


Seattle & Walla Walla. 

The Legislature of Washington Territory has adopted a 
memorial praying that Congress will declare the land grant 
of the Northern Pacific Railroad for its branch line to Puget 
Sound forfeited, and will grant the same, or « portion thereof, 
to the Seattle & Walla Walla Railroad Company in aid of the 
construction of its road. 


Southern Time Convention. 

A convention of Southern railroad officers was held in Balti- 
more, Oct. 24, to arrange_the winter time-tables for the 
through routes. Nearly all the leading Southern lines were 
represented, and also the lines between Washington and New 
York. Mr. H. F. Kenny, of the Philadelphia, Wilmington & 
Baltimore, presided, Mr. W. F. Allen, of the Official Guide, 
acting as Secretary. A schedule was prepared by a committee 
and adopted with some slight modifications. Under it the 
principal Southern mail train will leave New York at 6:30 p. m., 
and Baltimore at 12:45a.m. Going north it will reach New 
York at 9:30 p m. The time between New York and New Or- 
leans will be shortened a little. It was resolved to hold the 
spring meeting in Richmond, Va. 


Southern Railroad Meetings. 

At the adjourned meeting of general passenger agents in 
Chattanooga, Tenn., Mr. C. P. Atmore, of the Louisville & 
Nashville, presided. The schedules for winter rates to and 
from Southern points was adopted. The principal change 
made was to fix excursion rates to Pensacola and return, which 
were placed at $46 from St. Louis, $39 from Louisville and $28 
from Nashville. 

A meeting of general fraight agents was held at the same 
place Oct. 25, Mr. George R. Knox, of the Nashville, Chatta- 
nooga & St. Louis, presiding, and Ray Knight, of the Selma, 
Rome & Dalton, acting as Secretary. The committee appointed 
at the meeting held in Atlanta, Aug. 22, presented a plan for 
the uniform classification of local freight. The classification 
as presented was adopted, 18 roads agreeing to accept it, and 
resolutions were passed recommending all Southern and South- 
western roads to dothe same. It will take effect Jan. 1, 1878. 
The convention adjourned to meet in New Orleans in February. 


Southern Minnesota. 





The heavy wheat crop of the present a has given this road 
an unusual amount of business this fall. For September the 


| 





gross earnings show an increase over last year of 215, and the 
net earnings of 840 ed cent. Last year, however, the crops 
were very poor and the business of the road was correspond- 
ingly light. 


Southeastern, of Canada. 


This company has begun suit to annul the lease of its road 
to the Connecticut & Passumpsic Rivers Railroad Company, 
and also to recover $200,000 damages from that company for 
alleged breach of contract. 

Latest advices are that the Passumpsic Company has begun 
to tak- up and remove the rails from Newport, Vt., to the 
Quebec line, near Richford. This section of the road is in Ver- 
mont and was built by the Missisquoi & Clyde Rivers Railroad 
Company, in which the Passumpsic owns a large interest. 


St. Paul & Pacific, 


Our Amsterdam correspondent writes under date of Oct. 14 
with reference to the proposal of certain parties to buy a con- 
trolling interest in the bonds of this company: ‘‘ Whereas a 
sufficient number of holders of certificates of the St. Paul & 
Pacific, St. Vincent and Brainerd Extension bonds, did not give 
in their adhesion to the proposal, the time of adhesion is 
prolonged till Oct. 18, at 4 p. m., and, instead of currency, all 
the purchases will be paid for in gold. The committee ur- 
gently asks the adhesion of holders of certificates, and threat- 
ens them with forfeiture of the charter of the line from Crooks- 
ton to St. Vincent; they also appeal to the recommendation of 
Mr. J. 8. Kennedy, of New York, their agent in America. It 
seems that the Bank of Montreal is the agent of the purchas- 
ers.” 

The parties who thus propose to secure a controlling interest 
in the property are represented in Minnesota by Messrs James 
J. Hill and Norman W. Kittson, of St. Paul. The negotiations 
have been quietly in progress for some time, and were known 
to very few persons until the proposal was made public in 
Amsterdam. The Canadian parties, whose names are not 
made public, are some of them interested in the Manitoba 
trade, and control a large amount of capital. Their 
purpose, if they secure a controlling interest in the bonds, is to 
foreclose at once and to buy in the property at the foreclosure 
sale. It is understood that when the new organization is 
completed the Minnesota parties will hold 60 per cent. of the 
stock, the Canadians taking the other 40 per cent. and all of 
the bonds of the new company, which will be of an amount 
sufficient to cover the balance of the money advanced. The 
principal object of the Canadians is to secure the completion 
of the St. Vincent Extension. 


St. Louis & Southeastern. 
The Auditor’s report for September is as follows: 





St.Louis Kentucky Tennessee Entire 

Div Div. Div. Line. 
Gross earnings....... $64.661 42 $29,047 74 $14,386 87 $108,096 03 
Expenses............ 38,461 40 22 108 35 10,250 64 70,820 39 
Net earnings.....$26,200 02 $6,939 39 $4,136 23 $37,275 64 
Per cent. of expenses. 59.48 76.11 71.25 65.55 


As compared with September, 1876, the entire line shows an 
increase of $3,687.23, or 3.5 per cent., in gross, and $7,450.27, or 
25.0 per cent., in net earnings. In gross earnings the Kentucky 
Division shows a slight decrease; in net earnings the increase 
is marked on all the divisions. 


Tarboro & Williamston. 


There has been a revival of interest in this road and the 
a is making an active canvass for subscriptions along 
the line of the road and also in Nerfolk, Va., which city is ex- 
pected to derive much benefit from the road. It is to run from 
Tarboro, N. C., the terminus of a branch of the Wilmington & 
Weldon, eastward 33 miles to Williamston on the Roanoke, and 
the company also proposes to build a branch 20 miles long 
southward to Greenville in Pitt County. The line from Tar- 
boro to Williamston was all graded and some of the track laid 
several years ago. The road passes through the most pleasant 
and fertile section of Eastern North Carolina, and would furnish 
an outlet for freight over the Wilmington & Weldon road from 
Tarboro, or by steamer from Williamston to Norfolk. 


United New Jersey, 

At a meeting of the board held recently in Trenton the fol- 
lowing resolutions were adopted : 

** Resolved, That careful consideration by this board of the 
proceedings lately instituted in the courts of New Jersey and 
Pennsylvania leads it to assure the stockholders that in its be- 
lief no basis exists for any well-founded apprehension that 
their rights can be impaired, if properly defended. 

“Resolved, That the counsel of this company be instructed to 
protect the interests and rights of the stockholders.” 

The stock is still uneasy under the reports, but is gradually 
recovering from its extreme depression. 


Uniontown & West Virginia. 

Track has been laid on this road trom Uniontown, Pa., south- 
ward 444 miles to the Olyphant Furnace. The road is an ex- 
tension of the Southwest Pennsylvania, and, like that road, is 
controlled by the Pennsylvania Railroad Company. 


Union Pacific. 

The people of St. Joseph, Mo., have voted to transfer the 
city stcck in the bridge over the Missouri to the Union Pacific 
Company, provided the company will agree to run regular 
trains through to St. Joseph. 


Utica & Black River. 


All arrangements have been completed for the building of 
the extension of nine miles from Morristown, N. Y., to Ogdens- 
burg, and orders have been given to begin the work at once. 


Virginia Oity & Umatilla. 

The line known as the Louse Creek route has been adopted 
for this proposed narrow-gauge road trom Virginia City, Nev., 
to the Central Pacific at Reno. It is 30 miles long, and is thus 
described by a local paper: “From Virginia the line runs 
close to the Geiger grade until the toll-house is reached. At 
that point the road wi:l bear to the north and east, towards 
Louse Creek and Long Valley ; thence along Long Canyon to 
Camp 37, on the Truckee River, and to Reno. The grade to 
the toll-house is ascending, and at the heaviest plave 105 feet 
to the mile ; distance, five miles; elevation at the toll-house, 
6,435 feet. In the next five miles the grade is descending ; 
average descent, 90 feet to the mile; elevation at the end of 
the second five miles from this city, 6,225 feet ; totai fall from 
the toll-house, 225 feet. From this point to the Truckee there 
is a fall of 1,825 feet, making the elevation at the Truckee 4,400 
feet. The road then follows the Truckee until it strikes the 
mountain base, 25 miles out from this city, and thence runs by 
the cottonwood trees, crosses the Glendale road, and thence 
over the meadows to Reno.” 

The distance from Virginia City to Reno by the existing line, 
the Virginia & Truckee, is 51%, miles, but this circuitous line 
gives the road the business of Carson City and a large traffic 
in hauling ore which the new line would not command. 


Wabash. 

This company has agreed to extend its recently purchased 
Edwardsville Branch from Edwardsville Crossing to Alton, 
about seven miles, provided parties interested will subscribe 
enough to pay the cost of the extension. Subscriptions are 
now being raised in Alton and Edwardsville. 
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